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NOTE. 


A  LTHOUGH  Mr.  Hopkius’  study  of  the  street  railway  situation  iii 
Cleveland  dwells  on  some  details  which  will  be  of  iinmediaie  i’l- 
terest  to  citizens  of  that  municipality  only,  his  careful  and  judicial  in¬ 
vestigation  has  been  thought  by  the  Publication  Committee  to  deserve 
the  attention  of  a  wider  circle  of  readers,  as  an  example  of  the  method 
and  spirit  with  which  this  important  problem  should  be  approached. 


THE  STREET  RAILWAY  PROBLEM  IN 
CLEVELAND. 


I.  Introduction. 

Of  all  the  municipal  problems  which  in  recent  years 
have  commanded  attention,  there  is  perhaps  none  which 
has  appealed  more  strongly  or  directly  to  the  average 
citizen  than  that  of  the  relation  of  his  city  to  its  street 
railways.  As  an  individual  he  is  dependent  upon  the 
street  railway  for  convenient  and  rapid  transit  from  one 
part  of  the  city  to  another ;  the  character  and  cost  of 
this  service  are  of  considerable  importance  to  him.  As 
a  citizen,  he  is  a  member  of  a  corporation  which  has  a 
large  interest  in  the  enterprise,  and  which  is  subject  to 
powerful  influences  brought  to  bear  upon  it  by  the  cor¬ 
porations  to  which  it  has  granted  street  railway  privi¬ 
leges.  His  interests,  private  and  public,  are  involved 
in  the  determination  of  the  attitude  of  the  city  towards 
these  corporations.  On  general  principles,  therefore,  a 
study  of  the  street  railway  problem  in  any  city  is  al¬ 
ways  in  order,  and,  if  thoroughly  prosecuted,  should  be 
of  some  value. 

In  addition  to  these  general  reasons,  the  existing 
situation  iii  the  city  of  Cleveland  furnishes  special  rea¬ 
sons  for  such  a  study.  The  city,  through  its  council, 
has  been  put  in  a  position  where  it  must  act  upon  the 
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question  of  its  relation  to  its  street  railways  as  a  whole. 
It  will  doubtless  be  called  upon  within  a  short  time  to 
settle  the  whole  problem  for  a  long  time  to  come.  The 
last  Legislature,  under  great  pressure  brought  to  bear 
by  a  powerful  lobby,  passed  a  bill  authorizing  city 
councils  to  extend  all  existing  street  railway  grants  for 
a  period  of  fifty  years  from  the  passage  of  the  act.  The 
statutory  limit  of  these  grants  has  hitherto  been  twenty- 
five  years,  and  so  remains,  with  the  exception  of  lines 
consolidating  under  the  act  just  mentioned.  It  is  there¬ 
fore  within  the  power  of  the  council  of  an  Ohio  city  to 
authorize  at  one  stroke  the  consolidation  of  all  the  lines 
of  the  city,  and  to  give  to  the  consolidated  company  ex¬ 
clusive  control  of  the  street  railway  business  of  the  city 
for  two  generations.  The  immediate  prospect  of  such 
a  grant  gives  special  pertinence  and  value  to  any  study 
which  may  throw  light  upon  the  question  of  the  proper 
attitude  of  the  city  towards  its  street  railway  lines. 

It  goes  without  saying  that  such  a  problem  can  be 
successfully  attacked  only  in  the  light  of  facts.  The 
value  of  franchises,  the  possibility  of  lower  fares  or  bet¬ 
ter  service,  the  advisability  of  city  ownership, — these 
and  all  kindred  questions  can  be  answered  intelligently 
only  in  the  light  of  the  results  already  attained.  We 
must  know  at  least  the  main  facts  before  we  can  venture 
any  opinion  as  to  the  proper  solution  of  the  problem  as 
a  whole.  But  these  facts  are  most  assiduously  con¬ 
cealed.  The  companies  exert  great  care  to  prevent  them 
from  coming  to  the  public  knowledge.  In  the  absence 
of  reliable  data,  we  are  generally  forced  to  reach  con- 
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elusions  by  comparisons  and  conjecture.  And  as  a 
matter  of  fact  the  arguments  commonly  made  upon  the 
situation  in  Cleveland  are  derived  from  the  experience 
of  certain  British  cities,  notably  Glasgow.  But  the 
situation  in  these  cities  is  so  utterly  different  from  that 
of  Cleveland  that  comparisons  drawn  from  them  are  in¬ 
evitably  misleading.  Glasgow,  for  instance,  has  about 
three  times  as  many  people  as  Cleveland,  within  an  area 
about  one-third  as  large.  The  difference  in  amounts  of 
capital  invested,  mileage,  density  of  population,  length 
of  hauls,  cost  of  labor,  and  local  conditions  generally, 
render  comparison  practically  valueless.  The  problem 
must  be  solved  by  each  city  for  itself  on  the  basis  of  its 
own  peculiar  conditions.  And  until  we  have  exact,  re¬ 
liable  data  upon  which  to  determine  the  value  of  fran¬ 
chises,  we  cannot  decide  either  what  the  city  should  de¬ 
mand  or  the  railway  company  concede. 

It  will  therefore  be  our  purpose  to  indicate,  as  fully  as 
seems  necessary  and  is  possible,  the  conditions  now  ex¬ 
isting.  We  shall  give  in  brief  the  history  of  street  rail¬ 
way  development  in  Cleveland,  the  methods  of  granting 
franchises,  with  their  limitations,  statutory  and  munic¬ 
ipal,  conditions  imposed  and  compensation  exacted. 
We  shall  describe  the  consolidations  of  the  various  com¬ 
panies  now  holding  franchises,  and  the  results  thereof. 
Having  given  the  status  of  existing  grants,  we  shall  give 
the  amounts  of  capital  stock,  investment,  bonded  in¬ 
debtedness,  and  earnings  of  present  lines,  in  order  that 
we  may  show  the  approximate  value  of  e.xisting  fran¬ 
chises  on  the  basis  of  these  figures.  We  shall  further 
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show  what  the  cost  of  replacing  existing  lines  would  be 
in  the  event  of  an  award  to  a  new  company ;  and  the 
value  of  the  franchises  under  these  conditions.  These 
data  given,  we  shall  proceed  to  a  discussion  of  the 
different  methods  which  the  city  may  adopt  in  its  treat¬ 
ment  of  street  railways,  noting  the  bearing  of  each 
method  upon  the  principal  phases  of  the  problem  ;  and 
finally,  outlining  what  seems  to  be  the  best  policy  for 
the  city  to  pursue. 

It  will  doubtless  be  felt  that  the  scope  of  this  paper 
is  e.xceedingly  narrow ;  that  more  light  might  have  been 
thrown  upon  the  situation  in  other  cities.  The  force  of 
this  criticism  is  freely  admitted.  The  one  answer  is, 
that  it  has  been  found  e.xceedingly  difficult  to  get  at  the 
real  facts  in  this  one  place,  under  circumstances  rather 
favorable  than  otherwise.  To  reach  a  conclusion  on 
the  situation  in  other  cities,  a  similar  inquiry  as  to  com¬ 
plicated  facts  must  be  made.  During  this  investigation 
the  writer  has  accumulated  a  considerable  mass  of  use¬ 
ful  information  concerning  street  railways  at  home  and 
abroad  ;  but  very  little  of  it  could  have  been  safely  ap¬ 
plied  to  generalization  upon  the  situation  here  or  else¬ 
where.  The  aim  has  been  simply  to  get  as  near  the 
truth  as  possible  in  this  one  case  ;  an  endeavor  which 
may  at  least  indicate  some  of  the  methods  whereby  the 
same  thing  may  be  done  elsewhere. 
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II.  Historical  Sketch. 

The  history  of  street  railways  in  Cleveland  falls  natur¬ 
ally  into  three  well  defined  periods.  The  first,  including 
the  fifteen  years  from  1859  to  1875,  may  be  called  the 
Period  of  Original  Grants.  During  these  years  every 
one  of  the  franchises  now  in  force  was  originally  granted. 
In  1859,  the  East  Cleveland*  and  Kinsman  Street  (now 
Woodland  Ave.)  lines  were  authorized  by  resolution  of 
Council.  In  1863  the  West  Side  and  the  St.  Clair  Street 
lines  received  their  grants  by  ordinance.  The  Garden 
Street  franchise  (now  Central  Ave.)  of  the  East  Cleve¬ 
land  Company,  dates  from  1868 ;  that  of  the  Brooklyn 
line  from  1869;  the  Broadway  &  Newburgh  from  1873 ; 
the  Superior  Street  and  the  South  Side  from  1874. 
Since  June  16,  1874,  when  the  last  named  company  re¬ 
ceived  its  grant,  no  original  grant  has  been  made  in 
Cleveland. 

The  second  period,  1874  to  1889,  may  be  called  the 
Period  of  Renewals  and  Extensions.*  During  this 
period  all  of  the  original  grants  were  renewed,  one  of 
them  twice.  In  1879  the  first  of  the  original  grants, — 
the  East  Cleveland  and  the  Kinsman  Street  (Woodland 
Ave.), — were  renewed  for  twenty-five  years.  In  1880  the 
Garden  Street  (Central  Ave.)  was  extended  and  renewed. 
In  1882  the  West  Side  franchise  was  renewed  for 
twenty-five  years  from  February  10,  1883,  the  date  of 
expiration  of  the  original  grant.  In  1885  the  St.  Clair 

’  What  is  now  the  Euclid  Avenue  Liue. 

’  For  grants  in  detail,  see  Appendix  C.  For  location  of  grants  as 
indicated  in  Appendix  C,  see  map. 
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Street  grant,  wliicli  had  already  been  renewed  in  1869 
for  twenty  years,  was  renewed  a  second  time  for  twenty- 
five  years.  The  Brooklyn  and  Superior  grants  were 
also  renewed  during  the  same  year.  The  East  Cleve¬ 
land  in  1888  received  its  second  renewal,  while  the 
South  Side  received  its  first.  In  1889  the  Broadway  & 
Newburgh  received  the  last  renewal  granted,  completing 
the  list.  During  this  same  period  nnmerons  important 
extensions  were  granted.  The  East  Cleveland  Company 
was  granted  its  Cedar  Avenue  and  Wade  Park  exten¬ 
sions.  The  Brooklyn  line  was  e.xtended  from  lower 
Superior  Street  out  to  Woodland  Cemetery  by  way  of 
Scoville  Avenue.  The  Superior  Street  Company  re¬ 
ceived  its  Payne  Avenne  grant.  The  Broadway  &  New¬ 
burgh  obtained  its  Belt  Line  franchise.  The  West  Side 
Company  was  granted  its  Detroit  Street  and  Lorain 
Street  extensions.  In  addition  to  these  important 
grants,  numerous  minor  extensions  were  granted  to  all 
the  companies.  This  period  may  therefore  be  fairly 
designated  the  Period  of  Renewals  and  Extensions. 

The  period  from  1889  to  the  present  time  may  be 
designated  as  the  Period  of  Consolidation.  The  year 
1889  witnessed  the  general  introduction  of  rapid  tran¬ 
sit  by  cable  or  electricity,  which  in  turn  brought  in  a 
general  movement  for  consolidation  on  a  large  scale. 
The  situation  and  relation  of  the  lines  in  Cleveland  (see 
map)  has  always  been  extremely  favorable  to  consolida¬ 
tion  ;  and  there  had  been  a  fairly  well  defined  move¬ 
ment  in  that  direction  as  early  as  1885,  when  the  Wood¬ 
land  Avenue  and  West  Side  Companies  consolidated,  by 
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permission  of  the  Council.  In  1889  three  immediately 
parallel  lines, — the  St.  Clair,  Superior,  and  Payne 
Avenue, — owned  by  the  Superior  and  St.  Clair  Street 
Companies,  were  consolidated  under  the  name  of  the 
Cleveland  City  Railway  Company,  and  with  a  view  to 
the  use  of  the  cable  as  motive  power.  The  Brooklyn 
and  the  South  Side  lines  had  already  come  under  the 
same  ownership,  and  were  practically,  though  not  form¬ 
ally,  consolidated.  Also  the  East  Cleveland  Company, 
with  its  Garden  street  (Central  Avenue)  branch  and  its 
Cedar  Avenue  and  Wade  Park  extensions,  was  availing 
itself  of  the  advantages  of  consolidation  by  operating 
parallel  lines.  The  net  result  was  that  the  nine  original 
grants  with  their  important  extensions  were  in  the 
hands  of  five  companies.  But  it  was  not  until  May, 
1893,  that  the  large  consolidations  were  effected.  The 
result  of  these  was  to  bring  all  the  lines  under  two  con¬ 
solidated  companies,  the  Cleveland  Electric  Railway 
Company, — including  the  East  Cleveland  lines,  the 
Johnson  lines  (South  Side  and  Brooklyn)  and  the  Broad¬ 
way  lines, — and  the  Cleveland  City  Railway  Company, 
including  the  Cleveland  City  Cable  Company’s  lines  and 
those  of  the  Woodland  Avenue  &  West  Side  Company. 
The  consolidation  movement  can  go  but  one  step  farther, 
— to  the  consolidation  of  the  two  great  consolidated 
companies ;  and  that  step  has  been  legally  provided  for, 
and  partially  accomplished.  This  period  of  consolida¬ 
tions  has  been  marked  by  a  notable  improvement  in  the 
service  rendered.  It  may  fairly  be  doubted  whether  any 
city  in  the  United  States  has,  on  the  whole,  better  street 
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railway  serv'ice  than  that  w'hich  has  been  furnished  by 
the  two  consolidated  companies  of  Cleveland.  In  fact, 
the  service  now  rendered  could  be  only  very  slightly 
improved  by  any  further  consolidation. 

One  other  characteristic  of  this  last  period  should  be 
noted, — the  development  of  suburban  raihvay  connec¬ 
tions.  Six  of  these  suburban  lines  have  received  their 
franchises,  and  four  of  them  are  in  actual  operation. 
The  Cleveland,  Painesville  &  Eastern,  and  the  Akron, 
Bedford  &  Cleveland  lines,  having  a  mileage  of  thirty 
miles  each,  connect  with  the  Euclid  Aveuue  aud  Broad¬ 
way  lines  respectively,  of  the  Cleveland  Electric  Rail¬ 
way  Company.  The  others  all  connect  with  the  Cleve¬ 
land  City  Railway  Company’s  lines.  The  Cleveland  & 
Elyria,  with  twenty  miles,  comes  next  in  size,  and  con¬ 
nects  with  the  Lorain  Street  line.  The  Cleveland  & 
Berea,  with  eleven  miles,  connects  with  the  same  line ; 
while  the  Lorain  &  Cleveland,  nineteeen  miles,  to  con¬ 
nect  with  the  Detroit  Street  line,  and  the  Cleveland  & 
Chagrin  Falls  line,  fourteen  miles,  to  connect  with  the 
Kinsman  Street  line,  are  not  as  yet  completed.  By  this 
system  of  suburban  lines,  the  city  lines  reach  out  to  the 
most  important  towns  within  a  radius  of  thirty  miles. 
These  lines  though  at  present  under  distinct  companies, 
are  feeders  to  the  city  lines,  and  necessarily  under  the 
influence  of  the  city  companies. 

The  total  result  therefore  of  our  street  railway  devel¬ 
opment  thus  far  has  been  to  expand  nine  original  horse- 
car  lines  into  a  great  electric  and  cable  system  covering 
the  whole  city  and  reaching  out  into  the  surrounding 
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towns.  And  a  part  of  this  general  result  has  been  to 
put  this  system  into  the  hands  of  two  consolidated  com¬ 
panies,  which,  in  turn,  promise  shortly  to  be  united  into 
one.  Having  thus  outlined  the  growth  of  the  system, 
we  shall  proceed  to  note  the  part  which  the  city  has 
played  in  it,  the  privileges  it  has  granted,  the  restric¬ 
tions  it  has  imposed,  the  returns  it  has  received. 
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III.  The  Attitude  of  the  City  towards  the 
Street  Railway  Companie:s. 

During  the  first  thirty  years  of  its  history,  the  street 
railway  problem  in  Cleveland  was  for  the  most  part 
comparatively  simple.  The  desideratum  was,  cheap  and 
convenient  transit  from  one  part  of  the  city  to  another. 
The  problem  was,  how  much  the  city  ought  to  grant, 
by  way  of  special  privileges  to  the  persons  or  companies 
who  would  undertake  to  render  such  a  service  for  a 
population  loosely  scattered  over  a  wide  area.  And 
these  privileges,  when  properly  granted,  were  generally 
regarded,  not  as  favors  bestowed  upon  the  parties  re¬ 
ceiving  them,  but  as  concessions  which  would  enable 
them  to  render  the  service  which  the  city  required. 

The  period  beginning  with  1889  has,  however,  wit¬ 
nessed  a  wonderful  development  in  onr  street  railway 
systems.  The  primitive  horse-car  has  given  way  to  the 
electric  motor  or  cable  car.  ]\Iechanical  skill  and  genius 
of  the  highest  order  had  been  applied  to  systems  and 
methods ;  and  with  these  has  come  that  more  perfect 
organization  which  is  their  usual  accompaniment.  Capi¬ 
talization  has  increased  by  leaps  and  bounds,  and  com¬ 
panies  large  in  themselves  have  been  swallowed  up  by 
still  larger  corporations.  While  the  cost  of  operation 
has  decreased,  the  volume  of  business  has  largely  in¬ 
creased,  and  property  of  doubtful  value  under  the  old 
regime  has  become  ‘  gilt-edged’  under  the  new. 

With  this  development  has  come  what  is  now  com¬ 
monly  regarded  as  the  most  important  phase  of  the 
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street  railway  problem.  The  privileges  which  were  in 
the  first  instance  regarded  as  necessary  concessions  to 
companies  rendering  good  service  have  now  become  so 
valuable  as  to  produce  a  large  and  constantly  increasing 
revenue,  after  good  service  has  been  rendered  and  a 
generous  return  made  in  interest  on  the  capital  invested. 
The  profits  in  excess  of  a  fair  return  on  the  capital 
invested  have  been  concealed  by  means  of  largely 
watered  stock.  These  profits  have  been  capitalized  for 
the  benefit  of  the  promoters  of  the  companies,  so  that  a 
large  part  of  the  capital  stock  of  these  corporations  con¬ 
sists  of  franchises  for  which  they  have  paid  nothing. 
Moreover,  the.se  franchises  are  steadily  increasing  in 
value.  The  growth  of  population  and  the  still  greater 
increase  in  per-capita  travel,  promise  a  prospective  value 
far  greater  than  that  of  the  present.  In  view  of  this 
greatly  increased  pre.sent  value,  and  of  the  far  greater 
prospective  value  of  franchi.ses,  the  problem  has  become, 
not  simply  how  to  get  good  street  railway  service,  but 
also  hoiv  to  obtain  a  fair  return  for  the  valuable  privi¬ 
leges  granted  to  the  companies  rendering  that  service. 
The  people  are  therefore  demanding  that  the  recipients 
of  the.se  grants  in  the  future  shall  pay  for  them  accord¬ 
ing  to  their  real  value.  Tliis  demand  as  yet  has  been 
ineffectual.  It  cannot  be  said  that  the  attitude  of  the 
city  Council  has  indicated  a  recognition  of  this  right  to 
a  fair  return  for  franchises  ;  but  such  recognition  will 
doubtless  be  forced  by  the  strong  popular  demand  for  it. 

With  this  great  increase  in  the  value  of  franchises  has 
arisen  a  fact  which  may  contain  a  problem  more  serious 
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than  either  of  those  already  mentioned.  The  fact  is, 
the  corruption  which  easily  arises  in  connection  with 
the  granting  of  these  privileges ;  and  the  problem  is, 
how  that  danger  of  corruption  may  be  reduced  to  a 
minimum.  The  great  value  of  franchises  naturally 
furnishes  to  the  companies  a  constant  temptation  to  ex¬ 
ert  undue  influence  upon  our  city  government.  They 
are  always  in  a  position  to  ‘  grease’  the  party  ‘  machines’ 
to  their  own  profit.  The  results  of  this  undue  influence 
may  appear  in  the  selection  of  city  officials,  in  the  acts 
of  these  officials,  and  in  their  failure  to  exact  the  fulfill¬ 
ment  of  obligations  properly  resting  upon  the  compa¬ 
nies.  The  power  of  these  corporations, — for  years  con¬ 
siderable, — has  been  greatly  increased  by  the  increased 
value  of  their  franchises.  It  has  come  to  be  believed 
that  the  value  of  these  franchises  is  so  great  as  to  furnish 
an  immense  corruption  fund,  and  still  leave  large  profits 
to  the  company  obtaining  them.  And  it  has  come  to 
be  believed,  further,  that  the  power  thus  placed  in  the 
hands  of  the  companies  has  actually  been  used  to  obtain, 
by  unlawful  means  and  without  compensation,  privileges 
of  great  value.  ^Moreover,  the  temptation  to  the  compa¬ 
nies  and  the  danger  to  the  public  have  been  greatly  in¬ 
creased  by  the  passage  of  the  law  *  already  referred  to, 
which  puts  into  the  hands  of  fifteen  councilnien  the 
power  to  give  away  under  any  conditions,  or  under  no 
conditions  worth  mentioning,  all  the  franchises  in  Cleve¬ 
land  for  fifty  years  to  come.  This  law  was  pushed 
through  the  Legislature  by  a  strong  lobby,  despite  all 

'Rev.  Stat.,  Sections  2505  a,  2505  b,  2505  d,  passed  April  22,  1896. 
See  Appendix  B,  pp.  359-61. 
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protests,  at  a  very  great  expense  to  somebody.  It  lias 
opened  the  door  to  wholesale  and  gigantic  corruption  in 
the  Council,  a  body  which,  during  the  last  ten  years, 
has  granted  everything  within  its  power  to  the  compa¬ 
nies  and  obtained  nothing  for  the  people.  The  problem 
of  how  to  reduce  to  a  minimum  the  danger  of  corrup¬ 
tion  in  the  award  of  these  privileges,  is,  therefore,  seri¬ 
ous  and  pressing. 

We  have  before  ns,  then,  three  elements  in  the  street 
railway  problem  of  Cleveland,  wdiich  should  determine 
the  attitude  of  the  city  toward  the  street  railway  com¬ 
panies  : 

1.  Good  Service  for  the  public,  in  the  form  of  cheap, 
rapid,  and  convenient  transit  to  all  parts  of  the  city. 

2.  Fair  Return  to  the  city  for  the  privileges  granted 
to  street  railway  companies. 

3.  The  Elimination  of  Corruption  from  the  award  of 
franchises. 

We  believe  that  these  three  points  furnish  a  very  fair 
test  of  any  policy  which  may  be  suggested,  and  that  the 
policy  which  comes  the  nearest  to  meeting  all  of  them 
will  be  the  best  for  the  city  to  follow. 

I.  The  Method  of  Granting  Franchises  noxv  in  Vogue. 

The  street  railways  of  Cleveland  are  operated  tinder 
franchises  granted  by  the  city  Conncil,  subject  to  the 
limitations  of  statutes'  and  ordinances.^  The  general 

'For  statutes  governing  street  railway  grants  in  Cleveland,  see 
Appendix  B.* 

’All  references  to  ordinances  are  made  from  Revised  Ordinances 
of  City  of  Cleveland,  1890. 
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statutory  authority  of  the  coiincil  during  the  whole 
period  of  original  grants  includes  the  power  to  grant 
pennission  for  the  construction  of  street  railways,  and  to 
describe  the  terms  and  conditions  upon  and  the  manner 
in  which  such  roads  should  be  constructed  and  operated. 
These  grants  were,  however,  limited  to  twenty-five 
years,  renewable  only  at  expiration,  and  contingent  upon 
the  written  consent  of  the  owners  of  a  majority  of  the 
frontage  on  streets  to  be  occupied  by  the  railways. 

There  has  long  been  a  statutory  provision'  compelling 
the  council,  in  case  of  application  for  a  new  franchise, 
to  advertise  the  application  for  three  weeks,  to  call  for 
bids  for  constructing  the  proposed  line,  and  to  grant  the 
franchise  to  the  company  agreeing  to  carry  passengers 
at  the  lowest  rate  of  fare.  This  statute,  however,  has  as 
yet  been  of  no  practical  effect  in  Cleveland,  there  having 
been  no  new  grants  since  its  enactment.  The  statutes 
coneerning  extensions'  require  that  they  be  granted  only 
on  condition  of  no  extra  charge  for  the  additional  haul, 
and  that  the  extension  expire  with  the  original  grant. 
Chief  among  all  the  statutes  upon  the  subject  however 
is  that,  already  referred  to,  passed  by  the  last  Legis¬ 
lature,*  which  grants  to  the  council,  provided  the  two 
companies  consolidate,  the  power  to  extend  their  grants 
for  a  period  of  fifty  years  from  the  passage  of  the  aet. 
This  statute  also  provides  for  a  revision  of  the  agree¬ 
ment  as  to  rates  of  fare,  transfers,  percentage  of  re¬ 
ceipts,  etc.,  at  the  end  of  the  twentieth  and  of  the 

*Rev.  Stat.,  Sec.  2502.  Appendix  B,  pp.  357-58. 

’  Rev.  Stat.,  Sec.  2505.  Appendix  B,  j».  358. 

*Rev.  Stat.,  Sec.  2505  d.  Appendix  B,  pp. .360-61. 
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thirty-fifth  year.  There  is  also  a  provision'  that  no 
council  can  release  a  company  subsequently  to  its  grant 
from  any  obligation  or  liability  imposed  by  the  terms  of 
the  grant  or  a  renewal  of  it.  As  the  general  policy  of 
the  Council  for  years  has  been  to  exercise  all  tlie  power 
granted  to  it,  there  will  probably  be  an  attempt  to  avail 
itself  of  this  latest  provision.  At  present,  the  most  valua¬ 
ble  statutory  provisions  actually  in  force  are  those  which 
give  to  the  council  full  power  to  dictate  methods  of  con¬ 
struction  and  manner  of  operation.  These  make  it 
possiidc  for  the  council,  if  so  disposed,  to  dictate  pretty 
completely  the  quality  of  service  rendered. 

2.  Limitations  upon  Franchises  by  Ordinances. 

The  limitations  imposed  by  the  city  through  ordi- 
naticcs,  were  in  some  respects  more  marked  in  1859  than 
they  now  are.  An  ordinance  drawn  as  a  preliminary  to  the 
granting  of  the  first  franchises  imposed  a  rather  elaborate 
system  of  rules  under  which  the  lines  were  to  be  operated. 
Chief  among  these  were  the  limitation  of  all  grants  to 
twenty  years  (although  the  statute  permitted  twenty-five 
years),  and  the  requirement  of  periodical  statements  of 
names  of  stock-holders,  and  amounts  of  receipts,  expend¬ 
itures,  and  earnings.  The  latter  feature  was  one  of  the 
first  to  become  obsolete ;  but  the  twenty-year  limit  was 
adhered  to  in  the  case  of  all  the  original  grants.  The 
limitations  actually  imposed, — and  which  are  practically 
all  repetitions  of  the  statutes, — may  be  summed  up  under 
three  heads : 

*  Rev.  .Stat.,  Sec.  2505.  Appendix  B,  p.  35S. 
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1.  Construction. — The  city  dictates  guage  and  style  of 
rails,'  All  electrical  equipment  is  subject  to  the  ap¬ 
proval  of  the  city  engineer.^ 

2.  Service. — General  Service :  Companies  must  run 
cars  of  approved  pattern,  with  all  modern  improve¬ 
ments  for  the  comfort  and  conv’cnience  of  passengers  ; 
number  of  cars  to  be  dictated  by  the  Council ;  *  all 
cars  to  be  properly  heated.'  Special  Services :  All  re¬ 
pairs  of  pavement  between  tracks  necessitated  by  laying 
or  repairing  sewers,  etc.,  to  be  made  or  paid  for  by  the 
railway  companies,®  Companies  must  sprinkle  their 
part  of  streets  that  arc  sprinkled  at  the  c.xpcnsc  of 
property  owners.®  Companies  must  keep  their  tracks 
clear  of  snow  and  ice,  and  cause  it  to  be  evenly  dis¬ 
tributed  over  remainder  of  the  street.  Companies  shall 
also  keep  cross-walks  clean.^ 

3.  Compensation. — Companies  shall  pave®  between 
tracks  of  paved  streets,  sixteen  feet  for  double  tracks, 
and  seven  feet  for  single  tracks.®  Companies  shall  pay 
an  annual  license  fee  of  ten  dollars  per  car."’ 

In  addition  to  these  limitations,  there  should  be  men- 

'  Rev.  Orel.  1890,  Sec.  980. 

’Ordinance  of  June  23.  1890. 

’Rev.  Ord.  1890,  Sec.  982. 

‘Rev.  Ord.  1890,  Sec.  1009. 

’Rev.  Ord.  1890,  Sec.  981. 

*Rev.  Ord.  1890  Sec.  982. 

’  Rev.  Ord.  1890,  Sec.  990. 

®  It  would  be  proper  to  put  the  requirement  to  pave  under  some 
other  head  than  Compensalion  ;  but  it  is  generally  so  treated  in 
discussion  of  the  general  question  of  compensalion,  especially  by  the 
companies  themselves. 

*Rev.  Ord.  1890,  Sec.  981. 

‘®Rev.  Ord.  1890,  Sec.  994. 
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tioned  the  special  limitations  which  the  Council  has 
made  in  the  case  of  the  renewals  "ranted  to  the  East 
Cleveland  Company’  and  the  Woodland  Avenue  Com¬ 
pany,*  in  1879,  and  also  in  the  extension  granted  to  the 
Brooklyn  Company,'’  in  1883.  In  these  it  was  expressly 
provided  that  the  Council  “  reserves  to  itself  the  right  to 
hereafter  increase  or  diminish  the  rate  of  fare,  as  it  may 
deem  justifiable  and  expedient.”  With  the  exception  of 
these  special  reservations,  however,  it  will  be  observed 
that  the  limitations  imposed  by  the  city  upon  street 
railway  grants  have  remained  substantially  the  same 
during  the  whole  period  of  our  street  railway  history, 
although  the  tralTic  has  increased  many  fold,  and  the 
grants  have  become  exceedingly  valuable. 

3.  The  System  of  Renewals. 

The  statute  covering  renewals  provides  that  cities  of  the 
first  and  the  second  grade  of  the  first  class,  (which  means 
Cincinnati  and  Cleveland),  “  may  renew  any  such  grant 
at  its  expiration  upon  such  conditions  as  may  be  con¬ 
sidered  conducive  to  the  public  interest.”*  In  con¬ 
formity  with  this  statute,  the  Council  in  1879  renewed 
the  grants  of  the  East  Cleveland  and  Woodland  Avenue 
companies,  for  the  full  legal  period  of  twenty-five  years. 
The  terms  of  the  renewal  were  the  same  as  those  of  the 
original  grant,  with  the  exception  of  the  reservation 

'  Rev.  Onl.  of  Cleveland,  189'),  p.  722,  Sec.  6. 

’  Rev.  Ord.  of  Cleveland,  1890,  p.  744,  Sec.  6. 

"Rev.  Ord.  of  Cleveland,  1890,  p.  773,  Sec.  7. 

‘  Rev.  Statutes  of  Ohio,  Sec.  2501.  See  Appendix  B. 
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above  noted,  of  the  right  to  reduce  fares.  Only  one 
other  franchise  was  permitted  to  approach  its  expiration 
period  before  renewal  was  obtained, — that  of  the  West 
Side  Company.  This  franchise  was  renewed  June  5, 
1882,  to  take  effect  at  the  expiration  of  the  original 
grant,  (Feb.  10,  18S3).  The  rescrv’ation  of  the  right  to 
reduce  fares  was  not  made  in  this  case,  the  grant  being 
practically  identical  in  terms  with  that  of  twenty  years 
before.  Nor  was  it  made  in  the  case  of  any  other  re¬ 
newal  since  that  time.  Shortly  after  the  Fast  Cleve¬ 
land  Company  was  compelled  to  accept  the  reservation 
in  the  case  of  its  Euclid  Avenue  line,  it  applied  to  the 
Council  for  the  extension  and  renewal  of  its  Garden 
Street  grant,  which  would  not  legally  expire  until  Jan. 
14,  1888.  The  Council  granted  the  renewal  to  take 
effect  immediately  for  a  period  of  twenty-five  years,  and 
thus  inaugurated  the  custom  of  renewing  grants  regard¬ 
less  of  their  date  of  expiration,  and  in  flat  violation  of 
the  clear  e.xpression  of  the  statute.  In  1885,  the  St. 
Clair  Street  franchise,  having  five  years  yet  to  run,  and 
the  Superior  Street  grant,  having  nine  years  to  run, 
were  both  renewed  for  the  full  legal  period  of  twenty- 
five  years.  During  the  same  year,  the  Brooklyn  grant, 
having  four  years  to  run,  was  also  renewed.  In  1888, 
the  East  Cleveland  grant,  with  sixteen  years  yet  to  run, 
and  the  South  Side,  with  six  years,  were  renewed.  And 
in  1889,  the  Broadway  &  Newburgh  franchise  was  re¬ 
newed,  four  years  before  legal  expiration.  Thus  it  ap¬ 
pears  that  seven  of  the  nine  original  grants  have  been 
renewed  contrary  to  the  express  declaration  of  the  statute. 
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In  only  one  of  these  cases  has  the  validity  of  these 
renewals  been  tested  at  law.  Unfortunately  for  all  con¬ 
cerned,  this  was  the  weakest  of  all  the  cases,  the  grant 
being  the  least  valuable  and  the  circumstances  least 
favorable  to  a  decision  on  the  real  question  at  issue.  In 
the  case  of  the  vState  vs.  East  Cleveland  Railroad  Com¬ 
pany,  the  Garden  Street  renewal  of  March  22,  1880, 
was  attacked,  chiefly  on  the  ground  that  it  was  contrary 
to  the  express  provision  of  the  statute  concerning  re¬ 
newals.  The  circuit  court  held’  that :  “  It  has  not 
been  shown  by  the  allegations  of  this  petition,  by  the 
arguments  of  counsel,  or  by  any  considerations  which 
have  been  suggested  to  us,  that  in  any  way  the  public 
interest  is  .sacrificed  by  the  grant  of  this  renewal  to  the 
street  railroad  company.  But  on  the  contrary  hand  it 
would  seem  from  the  situation,  so  far  as  it  is  shown  by 
the  plaintiff’s  petition,  that  the  public  interest  must  be 
promoted  by  allowing  the  renewal,  rather  than  to  refuse 
such  a  renewal.”  This  proposition  the  court  supported 
by  the  fact  that  the  ordinance  which  granted  the  re¬ 
newal  provided  for  an  extension  of  the  line  which  would 
secure  to  its  patrons  a  longer  haul  without  any  additional 
fare.  The  court  went  on  to  say,  “  We  should  be  very 
unwilling  to  render  a  judgment  ousting  the  company  of 
this  franchise  when  it  is  obviously  to  the  interest  of  the 
public  that  it  should  be  held  by  the  company,  unless  we 
arc  compelled  to  do  so  by  the  strict  rules  of  law.”  “  It 
is  obvious  that  in  giving  construction  to  a  statute  of 
this  kind,  such  a  construction  should  if  possible  be  given 

'  Vol.  6,  Ohio  Circuit  Court  Rep.,  p.  318. 
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as  will  promote  the  public  interests,  if  such  a  construc¬ 
tion  will  not  in  any  w’ay  be  an  injury  to  private 
interests.” 

This  decision  has  been  cited  as  a  precedent  establish¬ 
ing  the  validity  of  all  renewals  made  without  reference 
to  date  of  expiration.  It  will,  however,  be  evident  upon 
the  most  casual  reading,  that  it  gives  very  weak  ground 
for  such  a  view.  The  court  seemed  to  hold  that  the  ex¬ 
tension  of  the  line  without  any  increase  in  the  rate  of 
fare  was  a  consideration  given  by  the  company  for  the 
renewal.  That  the  c.xtension  was  such  a  concession  by 
the  company  was  not  shown,  and  in  the  absence  of  its 
being  shown,  the  extension  was  rather  a  favor  granted 
by  the  Council  to  the  company  than  the  contrary. 
As  to  the  increased  haul  without  increase  of  fare,  the 
statute  covering  extensions  rendered  it  impossible  to  do 
otherwise ;  it  is  one  of  the  prime  conditions  to  an  exten¬ 
sion  that  no  increase  of  fare  shall  be  charged  over  it.' 
The  court  seemed  to  hold,  further,  that  it  was  ‘  olnn- 
onsly  to  the  public  interest  ’  that  the  grant  should  be 
held  by  that  particular  company, — a  proposition  which 
might  be  open  to  disproof  of  a  conclusive  nature,  but, 
be  that  as  it  may,  there  are  other  renewals, — the  »St. 
Clair,  Superior,  Brooklyn,  and  Broadway, — in  which 
there  was  no  sort  of  consideration,  and  which  could  be 
shown  to  have  been  given  contrary  to  the  public  interest, 
which  the  court  made  the  criterion  of  its  judgment  in 
the  Garden  Street  case.  These  grants  are  still  open  to 
vigorous  attack  and  probable  overthrow.  If,  on  the  con- 

*  Rev.  Slat.,  Sec.  2505.  App.  B,  p.  358. 
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trary,  it  should  be  further  decided  that  any  grant  of  re¬ 
newal  is  valid  regardless  of  its  date  of  expiration,  it  will 
be  in  the  power  of  a  single  council  to  extend  every 
franchise  in  the  city  for  the  full  period  allowed  by  law. 
A  single  corrupt  council,  elected  at  a  time  when  citizens 
were  apathetic  or  distracted  by  other  matters,  could  sell 
out  ill  a  night  more  than  a  score  of  efficient  councils 
could  save  during  their  whole  term. 

However  the  question  of  validity  may  be  decided,  the 
simple  fact  is,  that  np  to  this  time  all  the  original  grants 
have  been  renewed  at  or  before  expiration,  without  any 
additional  consideration,  save  in  the  cases  of  the  East 
Cleveland  Woodland,  and  Brooklyn  grants.  And  even 
in  these  cases,  the  Council  has  never  availed  itself,  or 
given  the  public  the  benefit,  of  a  right  fairly  conceded. 
The  twenty-five  year  limit  upon  grants  has  been  rendered 
ineffectual. 

/.  The  System  of  Extensions. 

Coupled  with  the  system  of  renewals,  which  has  in¬ 
definitely  lengthened  the  life  of  all  franchises,  has  been 
a  system  of  extensions'  which  has  served  to  increase  their 
extent  without  any  noteworthy  gain  to  the  city.  Grants 
which  might  very  properly  have  been  treated  as  new, 
and  offered  to  the  best  bidder  in  open  competition,  under 
the  statute  providing  for  such  cases,*  have  been  given, 
without  competition  or  compensation  to  existing  lines 
as  extensions.  Thus,  the  Payne  Avenue  line,  a  natural 


'  Statute  covering  Extensions.  Sec.  2505,  App.  B,  p.  358. 
’  Rev.  Stat.,  Sec.  2502.  App.  B,  p.  357. 
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competitor  of  the  Superior,  was  granted  to  the  Superior 
as  an  extension.  In  like  manner,  the  Cedar  Avenue  and 
Wade  Park  extensions  of  the  Euclid  Avenue  line  ;  while 
the  Scoville  Avenue  line  was  granted  as  an  extension  of 
the  Brooklyn  line  across  the  river.  So,  too,  the  Eorain 
and  Detroit  street  grants  were  tacked  on  to  the  West 
Side  franchise.  All  of  these  lines  should  have  been 
built  under  new  grants  regularly  given  to  the  best  bidder 
for  them.  As  it  is,  the  general  plan  of  the  city,  and  the 
situation  of  e.xistiug  Hues  are  such*  that  all  competition 
can  be  absolutely  kept  out  by  this  method  of  extensions. 
By  means  of  combined  renewals  and  extensions,  the  e.x- 
isting  companies  have  been  able  to  control  all  street 
railway  privileges,  keep  out  competition  and  prevent  the 
public  from  getting  any  return  whatever  from  the  lines. 

All  the  good  legislation,  state  and  municipal,  on  the 
subject  of  street  railway  grants,  has  been  rendered  use¬ 
less  by  these  two  methods  of  renewal  and  extension. 
The  anticpiated  horse-car  grants  of  thirty  or  forty  years 
ago  are  by  these  indefinitely  e.xpanded  and  perpetuated, 
regardless  of  the  vast  increase  in  value  present  and 
future.  The  effect  of  this  upon  the  returns  receivable 
by  the  city  from  its  lines  may  be  indicated  by  the  fact 
that  a  new  company  could  build  and  ecpiip  lines  in  every 
respect  equal  to  those  in  existence  for  a  sum  not  much 
in  excess  of  one-fourth  of  the  sum  upon  which  the  ex¬ 
isting  companies  are  paying  interest  or  dividends.* 

*  See  map. 

*  I‘or  estimated  cost  of  replacing  all  existing  lines,  clectricallj’,  see 
Appendix  D. 
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These  companies  are  paying  interest  or  dividends  upon 
more  than  fifteen  millions  of  dollars  in  excess  of  their 
actual  investment.  If  their  franchises  were  permitted 
to  expire,  they  would  be  compelled  to  bid  for  new  ones 
against  companies  which  could  afford  to  pay  handsomely 
for  the  privileges  now  represented  by  difference  between 
the  sum  actually  invested  and  the  sum  issued  in  stock  or 
borrowed  on  bonds.  Add  to  this  fact  the  additional  one, 
that  failure  to  secure  a  renewal  would  involve  a  deprecia¬ 
tion  of  from  fifty  to  eighty  per  cent,  of  the  investment 
of  e.xisting  companies.  This  loss  also  is  escaped  by  se¬ 
curing  renewals,  before  the  expiration  of  their  grants, 
and  so  avoiding  competition  on  the  basis  of  the  actual 
cost  of  rendering  the  .service. 

j.  The  Consolidation  Movement. 

As  we  have  already  indicated,  there  was  a  perceptible 
movement  in  the  direction  of  consolidation,  beginning 
as  early  as  1S85.  The  movement  culminated  in  the 
general  consolidation  which  took  place  in  1893.  This 
last  great  consolidation  was  the  first  to  have  any  marked 
effect  upon  the  .street  railway  problem.  Under  a  pro¬ 
vision  of  the  revised  statutes,  consolidated  lines  must 
give  transfers  over  the  entire  length  of  the  lines  con¬ 
solidated,  In  a  consolidation  so  general  as  this,  involv¬ 
ing  lines  so  .situated  in  relation  to  each  other  (see  map) 
the  result  of  a  general  transfer  system  over  the  con¬ 
solidated  lines  practically  made  it  possible  to  go  from 
any  part  of  the  city  to  any  other  on  a  single  fare.  In 
Cleveland  all  main  lines  excepting  the  Wilson  Avenue 
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cross  town  line  (wliicli  is  operated  jointly  by  tlie  con¬ 
solidated  companies)  radiate  from  the  Public  Square.  A 
transfer  at  or  near  the  Public  Square  will  therefore  be 
good  for  any  line  operated  by  the  consolidated  company 
granting  it.  Transfers  on  the  Cross-town  line  on  Will- 
son  Aveime  are  good  for  all  lines  intersected  by  it ;  but 
the  passenger  on  this  line  is  limited  to  a  single  transfer, 
— if  coming  to  it  on  a  transfer,  he  cannot  get  one  from 
it  to  another  line.  This  limitation,  not  made  in  the  case 
of  other  transfers,  is  the  most  serious  defect  of  the  pres¬ 
ent  transfer  system. 

The  chief  result  of  the  consolidation,  so  far  as  the 
public  is  concerned,  has  been  to  give  the  city  exception¬ 
ally  good  service  on  all  lines,  a:id  a  transfer  system  of 
great  value.  With  the  consolidation  came  a  mnch 
higher  grade  of  management.  The  lines  are  now  nni- 
formly  organized  and  directed.  The  directorate  of  the 
companies  is  e.xceptionally  able.  Another  advantage 
has  come  in  the  light  which  has  been  thrown  upon  the 
real  value  of  the  franchises  held  by  the  companies. 
With  these  franchises  scattered  among  five  companies, 
operating  all  sorts  of  lines  with  varying  degrees  of 
efficiency  and  profit,  it  was  practically  impossible  to 
learn  what  their  value  was.  With  the  nniform  manage¬ 
ment  and  common  chest  of  the  consolidated  companies, 
the  problem  has  been  greatly  simplified.  We  now  have 
two  strong,  well-managed  companies  to  deal  with,  and  a 
fairly  complete  knowledge  of  the  affairs  of  either  will 
enable  ns  to  get  some  idea  of  those  of  the  other. 

The  chief  disadvantage  of  the  consolidation,  .so  far  as 
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the  solution  of  the  street  railway  problem  is  concerned, 
lies  in  the  fact  that  it  has  brought  together  a  combina¬ 
tion  of  men  whose  commercial  and  political  power  is 
practically  unlimited.  Representing  as  they  do,  with 
their  associates,  the  managers  of  both  party  ‘  machines,’ 
it  makes  little  difference  which  party  is  in  power,  so  far 
as  gaining  their  ends  is  concerned.  And  this  power  ex¬ 
tends  beyond  municipal  into  State  matters  as  well. 
Legislatures  as  well  as  councils  are  made  the  tools  of 
these  corporations.  The  fifty-year  franchise  bill  was  al¬ 
most  as  much  a  party  measure  as  the  election  of  the 
United  States  Senator  who  championed  it.  The  same 
forces  which  made  him  senator  made  this  bill  a  law. 
How  much  farther  the  program  can  be  carried  out  re¬ 
mains  to  be  .seen. 

On  the  whole,  it  may  be  said  that  the  attitude  of  the 
city  towards  the  companies  has  tlins  far  been  liberal  in 
the  extreme.  The  companies  appear  to  have  received 
everything  they  desired,  at  little  or  no  cost  to  themselves. 
They  have  enjoyed,  or  will  have,  for  periods  varying 
from  thirty-six  to  fifty-four  years,  the  street  railway 
privileges  of  a  prosperous  and  rapidly  growing  city,  at 
very  slight  cost  and  under  very  few  actual  restrictions. 
The  city  has  seldom  attempted  to  exercise  many  of  its 
undoubted  rights  in  enforcing  services  of  a  desirable 
kind,  and  has  for  seventeen  years  refrained  from  exer¬ 
cising  in  any  way  its  right  to  reduce  fares  on  two  of  the 
best  lines  in  the  city.  The  paving  of  a  sixteen-foot  strip 
on  paved  streets,  and  the  annual  license  fee  of  ten  dollars 
per  car,  are  the  only  concessions  worth  mentioning 
which  the  city  has  actually  enforced. 
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IV.  Results  Attained  under  the  Franchise 
System. 

Having  presented  the  facts  in  regard  to  the  method 
and  results  of  the  franchise  system  as  hitherto  pursued 
in  Cleveland,  it  may  be  well  to  note  their  bearing  upon 
those  phases  of  the  street  railway  problem  which  we 
noted  at  the  outset. 

In  the  matter  of  service,  we  believe  that  the  present 
system  leaves  nothing  to  be  desired,  so  far  as  legal  regu¬ 
lation  and  restriction  can  go.  If  the  street  railway  ser¬ 
vice  is  poor,  it  is  the  fault  of  the  city  authorities,  for 
they  have  the  power,  under  statutes  and  ordinances,  to 
remedy  the  situation  as  they  see  fit.  Any  complaint 
against  the  quality  of  the  service  rendered  ought  not  to 
be  charged  to  the  franchise  system  ;  it  does  not  belong 
there.  As  a  matter  of  fact,  the  service  is  in  most  re¬ 
spects  good,  as  street  railway  service  generally  goes. 
Moreover,  the  reservation  made  in  the  renewal  grants  of 
1879  and  in  the  Scoville  Avenue  grant  of  1883,  puts  it 
into  the  hands  of  the  Council  to  experiment  with  lower 
fares  on  six  of  the  best  lines  in  the  city.  Three-cent 
fares  can  be  tried  immediately  on  the  Euclid  Avenue, 
Wade  Park,  Cedar  Avenue,  Scoville  Avenue,  Woodland 
Avenue,  Brooklyn,  and  possibly,  by  transfer,  the  West 
Side  lines.  This  is  all  that  the  most  ardent  partisan 
could  ask  of  lower  fares.  Without  making  a  single 
change,  or  taking  a  single  risk,  the  city  of  Cleve¬ 
land  can  immediately  inaugurate  a  most  thorough  and 
searching  investigation  of  the  feasibility  of  lower  fares 
on  a  variety  of  lines.  By  this  means  it  may  further  gain 
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a  complete  and  trustworthy  knowledge  of  the  actual 
cost  of  street  railway  service.  By  pressing  fares  down 
to  the  point  where  the  companies  will  resist  and  produce 
their  books  rather  than  submit,  the  city  may  obtain  that 
reliable  knowledge  which  it  ought  to  have  before  pro¬ 
ceeding  to  grant  any  more  franchises. 

In  the  matter  of  a  return  for  privileges  granted,  the 
resiilts  of  the  franchise  system  thus  far  have  been  very 
small.  It  is  true  that  the  city  does  obtain  something  in 
the  way  of  paving  and  a  few  thousand  annually  by  way 
of  license  fees,  but  it  cannot  be  pretended  that  these  are 
in  any  sense  a  substantial  return  for  the  privileges  en¬ 
joyed.  Nor  is  there  any  reason  to  hope  that  we  can 
make  any  great  improvement  in  this  respect  while  ex¬ 
isting  grants  remain  in  force.  The  amount  of  the  li¬ 
cense  fees  is  fixed  by  these  grants,  and  there  does  not 
appear  any  other  way  by  which  the  city  may  come  in 
for  a  direct  share  of  the  profits  from  the  lines.  But  the 
moment  a  franehise  is  permitted  to  expire,  the  city  will 
be  in  a  position  to  dictate,  under  a  new  franchise,  such 
terms  as  it  sees  fit  in  regard  to  a  direct  return  for  that 
grant.  Onr  failure  to  get  such  returns  thus  far  is  due 
to  no  inherent  fault  of  the  franehise  system. 

When  we  approach  the  question  of  corruption  in  the 
award  of  franchises,  it  must  be  admitted  that  the  system 
has  thus  far  put  an  immense  premium  upon  all  sorts  of 
jobbery  and  corruption.  The  street  railway  interest  has 
been  all-powerful  in  the  control  of  political  machines. 
It  has  not  only  secured,  apparently  for  the  mere  asking, 
the  most  valuable  privileges  which  the  city  Council 
3 


3i6 


Eco7iomic  Studies. 


could  bestow,  and  it  has  also  escaped  the  performance  of 
many  obligations  which  the  State  has  compelled  the 
Council  to  make  a  condition  of  its  grants.  It  has  pre¬ 
vented  the  enforcement  of  nearly  every  law  which  it 
has  not  cared  to  obey.  And  now  it  has  an  enormous  in¬ 
ducement  to  corrupt  a  majority  of  the  Council  in  order 
to  obtain  the  most  valuable  grant  ever  put  into  the  hands 
of  that  body  to  bestow.  All  this  it  has  been  enabled 
and  encouraged  to  do  under  the  present  system,  which 
offers  to  unscrupulous  men  both  the  motive  and  the 
power  to  corrupt  the  city  government. 

In  favor  of  the  franchise  system  we  can  say  that  it 
has  made  good  service  legally  possible.  Against  it  we 
must  say  that  it  has  also  made  possible  the  award  of 
valuable  grants  through  corrupt  means  without  adecpiate 
return.  The  problems  of  securing  adequate  return  for 
the  use  of  the  city’s  property  in  the  streets,  and  the 
checking  of  corruption  in  connection  with  the  adminis¬ 
tration  of  that  property,  are  yet  to  be  solved.  Whether 
they  can  be  solved  under  any  form  of  the  franchise  sys¬ 
tem  is  doubted  by  many.  We  may  therefore,  after  a 
discussion  of  the  value  of  existing  franchises,  proceed  to 
a  discussion  of  the  different  methods  by  which  a  solu¬ 
tion  may  be  sought. 
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V.  Tiik  Value  of  Existing  Franchises. 

I.  On  the  Basis  of  Investment  Claimed  by  the 
Companies. 

Ill  its  report  to  “American  Street  Railway  Invest¬ 
ments,”  as  well  as  to  the  bond  houses  handling  its  bonds, 
the  Cleveland  Electric  Railway  Company  states  that  it 
has  “common  stock  authorized  and  issued,  $12,000,000; 
shares  fully  paid  up  and  non-assessable  ;  par  value,  $100 
a  share.”  Its  authorized  bonded  debt  is  $3,500,000,  of 
which  $2,749,000  has  been  issued.  It  reports  a  mileage 
of  ninety-si.\  single  track  miles  in  the  city,  and  ten  miles 
of  suburban  track  ;  the  former  number  is  somewhat  too 
high  and  the  latter  has  been  increased  during  the  pres¬ 
ent  year.  A  careful  estimate  shows  eighty-five  miles  in 
the  city  and  fifteen  miles  outside.  Its  capital  stock  is 
therefore  very  close  to  $120,000  per  single  track  mile, 
and  its  bonded  debt  about  $27,500,  making  an  aggregate 
of  $147,500.  As  there  may  be  some  method  of  calculat¬ 
ing  the  mileage  so  as  to  get  a  larger  result,  we  may 
allow  a  total  single  track  mileage  of  one  hundred  and 
five  miles.  This  would  give  us  an  aggregate  capital  and 
bonded  indebtedness  of  about  $140,000  per  single  track 
mile. 

The  Cleveland  City  Railway  Company  reports  an 
authorized  capital  stock  of  $8,000,000,  of  which,  accord¬ 
ing  to  the  latest  reports,  $7,600,000  has  been  issued.  Its 
authorized  bonded  debt  is  $2,500,000,  and  the  amount 
actually  i.ssued  is  very  close  to  $2,200,000.  It  reports  a 
total  single  track  mileage  of  eighty-four  miles.  The 
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map  shows  only  about  seventy  miles.  Allowin<T  an  es¬ 
timate  of  seventy-five  miles,  which  seems  more  than 
fair,  we  have  a  trifle  over  $100,000  of  capital  and  a 
trifle  less  than  $30,000  of  bonded  debt  per  single  track 
mile,  making  a  total  of  $130,000  per  .single  track  mile. 

In  its  private  reports  to  the  investment  houses  selling 
its  bonds,  the  Cleveland  Electric  Railway  Company  re¬ 
ports  a  much  smaller  amount  of  paid-up  capital.  These 
reports  declare  that  over  $7,000,000  has  been  actually 
invested  in  the  lines,  and  emphasize  “  the  unusually 
large  margin  in  the  actual  cash  investment  in  the  plant, 
over  and  above  the  bond  issue.”  In  view  cf  the  fact 
that  many  street  railways  are  paid  for  almost  entirely 
out  of  the  proceeds  of  their  bonds,  this  last  statement  is 
not  without  weight,  although  it  may  seem  to  come 
strangely  from  a  corporation  which  professes  to  have  a 
paid-up  capital  stock  of  $12,000,000.  Seven  millions 
represents  the  extreme  claim  of  the  company  as  to  its 
bona  fide  investment,  and  of  this  sum  the  bonds  consti¬ 
tute  almost  forty  per  cent.,  leaving  sixty  per  cent,  to  be 
represented  by  capital  stock.  Hut  when  we  examine 
what  is  meant  by  an  “  actual  cash  investment  of  over 
$7,000,000,”  we  shall  find  that  this  does  not  necessarily 
mean  that  the  lines  are  worth  that  sum, — it  may  mean 
the  entire  sum  spent  upon  the  line  from  the  beginning 
of  its  history  to  this  moment.  And  this  sum  may  in¬ 
clude  vast  sums  which  should  long  ago  have  been 
written  off  for  depreciation.  But  even  accepting  this 
sum  as  the  amount  actually  invested,  we  still  have  less 
than  $67,000  of  actual  investment  to  show  for  $140,000 
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of  capital  and  bonded  debt,  per  single  track  mile.  De¬ 
ducting  the  amount  of  the  bonds  from  the  amount  in¬ 
vested,  we  have  only  $4,251,000,  of  investment  to  show 
for  $12,000,000  of  capital  stock  “fully  paid  up.” 

We  have  found  no  authoritative  statement  by  the 
Cleveland  City  Railway  Company  as  to  the  amount 
which  it  claims  to  have  invested.  Allowing  the  same 
average  per  mile  as  is  claimed  by  the  Cleveland  Electric, 
with  a  good  e.xtra  allowance  for  ten  miles  of  cable  track, 
we  should  reach  a  total  of  about  $5,250,000.  The 
aggregate  capital  stock  aud  bonded  debt  issued  is  $9,- 
800,000.  Deducting  from  the  supposed  claim  for  invest¬ 
ment  the  bonded  debt  of  $2,200,000,  we  should  still 
have  $3,050,000  of  actual  investment  to  represent  the 
$7,600,000  of  capital  stock  issued. 

Even  more  interesting,  perhaps,  than  the  statements 
in  regard  to  the  amounts  invested,  are  tho.se  in  regard  to 
earnings,  since  these  are  probably  e.xact.  For  the  Cleve¬ 
land  Electric  Company,  (the  constituent  companies  up 
to  ]\Iay  29,  1893,  and  the  consolidated  company  since 
that  time),  they  are  as  follows : 

Cross  Operating  Interest  Gross  Net 


Keceipts.  Kxpenses.  Charges.  Karnings.  Karnings. 

1892  .  $1,324,504  $  9.55.626  $36.5.878 

1893  .  1.351.000  937.61S  $137,4.50  $275,932 

1894  .  1.306,000  805,000  137.450  363.530 

1895  .  1,505,000  9.84,220  137.450  381,950 

1R96  To  Nov.  I  .  1,370,200,  increase  of  $132,700  over  same  period  in  1895. 

1896  Kstimated  1.650,000  1,040,000  i.'o,ooo  470.000 


It  will  be  observed  that  1894,  the  first  full  year  of  the  , 
Cleveland  Electric  Railway  Company’s  business,  .showed 
a  marked  decrease  in  gross  receipts.  This  is  explained 
by  the  hard  times,  which  were  at  their  worst  during  that 
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year.  It  will  also  be  observed  that  at  the  same  time  the 
operating  expenses  were  reduced  from  $937,618  to  $805,- 
000,  a  truly  remarkable  showing  on  its  face.  This 
marked  reduction  was  attributed  primarily  to  the  in¬ 
creased  efficiency  in  management  resulting  from  consoli¬ 
dation.  The  show'ing  for  1895,  however,  dealt  a  .severe 
blow  to  this  idea.  It  showed  operating  expenses  to  have 
reached  the  enormous  sum  of  $984,220,  a  far  larger  sum 
than  that  of  1892  before  consolidation.  The  most  prol> 
able  explanation  of  this  great  increase  is,  that  it  was  due 
chiefly  to  the  effort  to  make  a  phenomenal  showing  for 
the  preceding  year.  Expenditures  were  probably  kept 
at  the  lowest  possible  point  during  1894,  or  altogether 
deferred,  and  unusual  claims  may  have  come  to  swell  the 
increase.  The  normal  increase  in  gross  earnings,  in  a 
year  when  the  gross  receipts  actually  fell  off  $45,000, 
even  under  the  better  management  of  the  consolidated 
company,  could  not  have  reached  $50,ooc\  So  good  a 
year  as  1895,  on  the  other  hand,  .should  have  .shown  a 
gain  of  at  least  $100,000  in  gross  earnings.  As  a  mat¬ 
ter  of  fact,  the  gross  earnings  of  1S94,  in  the  face  of  a 
deficit  of  $45,000  in  gross  receipts,  made  the  astounding 
gain  of  $87,598  ;  while  1895,  with  an  increa.se  of  $197,- 
620  in  gross  receipts,  .showed  an  increa.se  in  gro.ss  earn¬ 
ings  of  only  $18,421.  The  .secret  of  this  apparent 
anomaly  appears  when  we  note  the  percentage  of  gro.ss 
receipts  which  went  to  operating  expen.se.s.  In  1892, 
the  year  before  consolidation,  72.1  per  cent,  of  the  gro.ss 
receipts  of  the  companies  afterwards  merged  into  the 
Cleveland  Electric,  went  for  operating  expenses.  In 
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1893,  (the  consolidation  went  into  efFect  on  ^lay  29)  the 
percentage  was  reduced  to  69.4  per  cent.  In  1894  it 
was  only  61. i  percent.,  while  in  1895  65.4  per 

cent.  61.6  per  cent,  in  1894  was  too  small.  Sixty-five 
per  cent,  would  have  allowed  $848,000  for  operating  ex¬ 
penses,  leaving  $457,000  for  gross  earnings,  wdiich  would 
have  been  more  nearly  right.  Sixty-three  per  cent,  in 
1895  w'onld  have  been  a  very  fair  showing,  and  this 
would  have  allowed  $947,280  for  operating  expenses, 
and  $556,340  for  gross  earnings.  Should  the  operating 
expenses  in  1896  show  a  reduction  to  sixty  per  cent.,  the 
gross  earnings  will  amount  to  $660,000.  The  company 
has  reached  the  point  where  an  increase  in  traffic  does 
not  involve  a  corresponding  increase  in  investment  and 
operating  expenses.  This  is  shown  by  the  fact  that, 
while  under  consolidation  the  gross  receipts  have  in¬ 
creased  $300,000  over  1893,  operating  expenses  have 
increased  only  $100,000,  /.  c.,  two-thirds  of  the  increase 
in  traffic  has  gone  to  earnings.  The  percentage  of  oper¬ 
ating  expenses,  now  somewhere  between  sixty  and  sixty- 
five  per  cent.,  should  .steadily  decrease  for  some  time  to 
come,  while  the  normal  gain  in  gross  earnings, — now 
not  far  from  five  per  cent,  per  annum — should  gradually 
increase. 

On  the  basis  of  sixty-three  per  cent,  of  the  gross  earn¬ 
ings  for  operating  expenses  for  the  present  year,  we 
.should  have  $610,000  gross  earnings.  Deducting  from 
this  the  interest  on  the  $2,749,000  of  bonds  outstanding, 
($137,450),  the  Cleveland  Electric  Co.  wall  have  $473,- 
050  net  earnings.  On  the  $4,251,000  claimed  to  be  ac- 
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tually  invested  in  the  lines,  over  and  above  the  anionnt 
realized  from  bonds,  this  would  permit  a  dividend  of  ten 
per  cent,  and  leave  a  surplus  of  $47,950  in  the  treasury. 
Were  the  earnings  never  to  exceed  the  present  amount, 
therefore,  the  investment  would  be  a  good  one  on  the 
basis  of  the  largest  claim  made  by  this  company.  But 
as  a  matter  of  fact — and  this  is  the  important  point  in 
regard  to  franchises  in  any  growing  city, — the  earnings 
w’ill  continue  to  increase  greatly,  and  this  increase  will 
go  very  largely  to  the  increase  of  dividends.  From  the 
figures  already  given,  it  is  apparent  that  while  there  is  a 
steady  increase  of  five  per  cent,  annually  in  the  volume 
of  business  done,  there  is  at  the  same  time  a  steady  de¬ 
crease  in  the  cost  of  doing  the  business.  If,  therefore, 
we  treat  the  franchises  held  by  this  company  as  having 
been  of  no  value  until  this  year,  and  estimate  their  value 
from  this  time  until  their  expiration  purely  on  the  basis 
of  a  prospective  increase  in  earnings,  over  and  above  the 
amount  necessary  to  pay  ten  per  cent,  on  all  that  the 
company  claims  to  have  invested,  that  value  will  easily 
run  into  the  hundreds  of  thousands  of  dollars.  If  the  city 
of  Cleveland,  in  other  words,  could  secure  an  agreement 
with  the  Cleveland  Electric  Railway  Company  by  which 
the  city  should  receive  all  earnings  over  and  above  the 
amount  necessary  to  pay  the  interest  on  all  outstanding 
bonds,  and  ten  per  cent,  on  all  the  capital  claimed  to  be 
invested,  the  city  would  receive  nearly  fifty  thousand 
dollars  this  year,  nearly  one  hundred  thousand  dol¬ 
lars  the  year  following  and  so  on  until  the  end  of  the 
franchise  periods.  And  this  on  the  basis  of  the  present 
investment  claimed  by  the  company. 
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For  the  Cleveland  City  Railway  Company,  there  are 
no  official  statements  available  for  the  period  before  and 
during  consolidation.  Since  January,  1894,  the  official 
figures  are  as  follows  : 

Cross  Operating  Gross  Interest  Net 

Receipts.  Kxpen.ses.  Earnings.  Charges.  Earnings. 


*894 .  J  923,551  1.587,438  $336.03  $I3'.569  $234.5.14 

1895  .  1,060,229  601,457  458,772  109,116  349,656 

1896  To  Nov.  1  .  946,000,  increase  over  same  months  in  1895,  $73,000. 

iS^  Estimated  1,150,000  655,000  495,000  110,000  385,000 


The  percentage  of  operating  e.xpenses  in  1894  was 

63.6  per  cent.,  and  the  following  year  saw  it  reduced  to 

56.7  per  cent., — a  most  e.xcellent  showing,  though  ac¬ 
counted  for  in  part  by  the  lower  cost  of  operating  by  ca¬ 
ble,  and  the  more  uniformly  good  earnings  on  all  parts 
of  the  system.  The  rate  of  increase  in  gro.ss  earnings 
during  1895  and  1896  was  rather  better  on  the  Cleve¬ 
land  Electric  than  on  this  system,  how’ever.  Allowing  a 
slightly  higher  percentage  of  gross  receipts  for  operating 
expenses  than  that  of  last  year,  the  probable  earnings  of 
this  system  will  not  be  far  from  $495,00x5  gross,  or  $385,- 
000  net.  On  the  basis  of  $3,000,000  actually  invested, 
over  and  above  bonded  indebtedness,  this  would  permit 
a  ten  per  cent,  dividend  this  year  with  a  surplus  of  $85,- 
000.  And,  to  apply  the  .same  test  as  in  the  former  case, 
if  the  city  had  an  arrangement  by  which  it  was  to  re¬ 
ceive  all  earnings  in  excess  of  ten  per  cent,  on  the  in¬ 
vestment  claimed,  plus  interest  on  the  bonds  actually  is¬ 
sued,  it  would  receive  this  year  more  than  eighty 
thousand  dollars  from  this  line,  and  a  steadily  increas¬ 
ing  amount  during  the  remaining  years  of  the  grants. 

It  may  be  suggested  that  this  calculation  makes  no 
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allowance  for  the  redemption  of  bonds  or  the  refunding 
of  the  capital  stock  in  case  of  failure  to  obtain  new  grants. 
It  may  fairly  be  answered  that  the  property  given  i'.i  se¬ 
curity  for  the  bonds  ought  to  be  sufficient  to  redeem 
them  in  any  event,  and  that  the  stock-holder  who  has 
been  receiving  ten  per  cent  dividends  for  a  long  period 
of  years,  has  already  been  insured  against  the  loss  of 
his  principal.  A  two  per  cent  sinking  fund  for  twenty- 
five  years — the  legal  franchise  period — will  replace  the 
principal.  After  setting  aside  that  amount,  the  investor 
would  still  have  an  eight  per  cent  investment.  But  it 
may  still  further  be  suggested  that  there  is  no  good 
reason  why  the  present  holders  of  grants  should  not  be 
able  and  willing  to  make  such  terms  as  the  city  asks  for 
new  grants.  They  are  in  a  position  of  advantage  and 
could  easily  uuder-bid  all  outside  concerns.  The  very 
fact  that  they  have  so  long  enjoyed  these  grants  without 
cost  ought  to  enable  them  to  offer  better  terms  than  auy- 
botly  else  when  new  grants  are  offered  to  the  highest 
bidder. 

2. —  Value  of  Existing  Franchises  on  the  Basis  of  the 
Cost  of  Replacing  the  Lines. 

But  the  real  question  at  issue  when  it  is  proposed  to 
grant  new  franchises,  or  renew  old  ones,  is,  not 
what  the  lines  have  cost,  but  what  they  can 
be  replaced  for.  Wherever  competition  enters  to  fix 
the  price  of  a  service,  the  plant  necessary  to  render 
it  is  worth,  not  what  it  cost,  but  what  it  can  be  replaced 
for.  And  so  it  would  be  if  the  city  were  in  a  position 
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to  open  these  street  railway  grants  to  competition,  and 
gain  the  advantage  of  an  entirely  new  arrangement. 
This  advantage  the  city  has  been  deprived  of  thus  far 
by  premature  grants.  Long  before  grants  e.xpired  they 
have  been  reiiewed,  the  result  being  that  we  are  still 
upon  the  same  basis,  with  a  few  notable  exceptions,  as 
in  the  original  grants.  And  the  great  end  to  be  gained 
by  the  companies  in  a  fifty-year  grant  at  the  present 
time  is  to  perpetuate  this  state  of  things,  and  prevent 
the  city  from  attaining  again  the  advantage  by  which 
in  1879  it  was  able  to  force  the  concession  of  the  right 
to  reduce  fares.  Being  still  on  the  old  basis,  we  are 
constantly  reminded  of  the  amounts  which  these  compa¬ 
nies  claim  to  have  spent  or  lost  during  the  whole  period 
of  their  history,  regardless  of  the  fact  that  all  of  their 
grants  are  now  very  profitable  and  will  steadily  increase 
in  value.  These  grants  were  originally  for  twenty  years. 
A  renewal  of  them  was  an  entirely  new  matter,  and  the 
recipients  of  the  original  grants  had  no  good  right  to 
expect  further  favors  in  that  direction.  The  only  true 
basis  for  calculating  the  value  of  a  grant,  either  original 
or  renewal,  is  the  cost  of  furnishing  the  service  at  the 
time  of  the  grant.  Thus,  in  estimating  the  v'alue  of  the 
franchises  renewed  in  1888-89,  have  a  right  to  con¬ 
sider,  not  what  had  been  spent  upon  the  lines,  but  what 
the  lines  could  then  be  built  for.  So,  too,  if  the  ques¬ 
tion  arises  at  this  time,  whether  the  proposed  fifty-year 
grant  shall  be  given,  and  under  what  terms,  it  should 
be  very  strongly  insisted  that  the  trnc  basis  of  calcula¬ 
tion  is  the  actual  value  of  the  lines  at  this  moment.,  i.  c., 
the  amount  for  which  they  can  be  replaced. 
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Too  much  empliasis  cannot  be  laid  upon  this  point, 
for  it  is  the  key  to  the  whole  situation.  If  the  compa¬ 
nies  can  get  an  extension  on  the  basis  of  their  alleged 
investment,  instead  of  upon  the  basis  of  the  present 
value  of  their  plant,  it  will  mean  a  difference  of  millions 
of  dollars.  The  combined  capital  and  bonded  indebted¬ 
ness  of  the  companies  amounts  to  more  than  twenty- 
five  million  dollars.  The  companies  claim  to  have  in¬ 
vested  at  least  half  of  that  sum.  In  case  of  a  fifty-year 
grant  without  reference  to  the  amount  which  should  be 
recognized  as  the  value  of  the  lines,  the  companies  could 
at  least  demand  recognition  of  the  latter, — in  case  of  a 
Contest  later, — and  would  stand  some  chance  of  securing 
legal  recognition  of  the  former  if  the  question  came  into 
court.  But  the  present  plant  can  be  replaced  by  an 
electric  system  equal  in  every  respect  to  the  one  now  in 
operation  for  less  than  seven  millions  of  dollars.’  If 
we  subtract  seven  millions  from  the  sum  claimed  to  be 
actually  invested,  we  get  a  difference  of  more  than  five 
millions,  which  represents  the  minimum  difference  be¬ 
tween  a  renewal  on  the  old  basis  and  a  grant  on  a  new 
one.  If  a  fifty-year  grant  is  given  on  the  old  basis,  the 
companies  must  be  allowed  dividends  on  that  basis. 
And  when  the  time  comes,  at  the  end  of  twenty  years, 
to  make  a  readjustment  of  fares  under  the  fifty-year 
grant,  that  basis  must  still  hold  good.  So,  too,  at  the 
end  of  the  thirty-fifth  year.  A  recognition  of  that 
amount  as  the  basis  of  calculation  will  simply  amount 
to  a  gift  outright  of  at  least  five  millions  of  dollars  to 

*  See  Appendix  D,  giving  figures  in  detail. 
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the  street  railway  companies, — not  to  mention  the  pos¬ 
sibility  of  a  larger  claim  being  established  on  tlie  basis 
of  the  capital  stock  and  bonded  debt  at  the  present  time. 
And  that  gift  will  represent  the  present  value  of  the 
city’s  rights  in  the  streets,  which  rights  will  have  been 
given  away. 

This  one  fact  reveals  a  sufficient  motive  to  account 
for  the  determination  of  the  companies  to  secure  the 
fifty-year  grant  at  all  hazards.  There  are  many  other 
considerations  wdiich  we  shall  indicate  later  on,  bnt  for 
the  present  this  alone  accounts  for  much  that  has  oc¬ 
curred  and  will  soon  occur  in  connection  with  these 
street  railway  grants. 

Taking  seven  millions  as  the  cost  of  replacing  the 
line.s,  we  can  easily  calculate  what  a  new  company,  or 
the  old  companies  on  a  new  basis,  could  afford  to  pay 
for  their  grants.  The  gross  receipts  of  all  the  lines  in 
the  city  this  year  will  probably  be  in  excess  of  $2,800,- 
000.  The  existing  companies  have  more  than  five  mil¬ 
lions  of  bonds  actually  i.ssned.  A  new  company  float¬ 
ing  the  same  amount  of  bonds, — as  it  conld  easily  do, — 
at  five  per  cent  interest,  would  have  only  two  millions 
to  invest  in  the  shape  of  capital  stock.  The  interest  on 
the  bonds  would  amount  to  $250,000,  annually.  On 
this  year’s  business,  the  net  earnings  being  $i, 100,000, 
$850,000  would  be  left  with  which  to  pay  dividends. 
After  paying  a  dividend  of  ten  per  cent  on  an  actual  in¬ 
vestment  of  $2,000,000,  there  would  be  a  surplus  of 
$650,000  from  which  to  make  payment  for  its  franchises. 
And  this  $650,000  would  come  pretty  near  representing 
the  fair  profits  of  the  other  party  in  the  concern, — the 
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city,  which  furnishes  the  right  of  way.  It  would  seem 
a  moderate  statement  to  say  that  a  new  company  could 
have  afforded  to  pay  a  half  million  dollars  for  the  fran¬ 
chises  of  the  city  of  Cleveland  for  this  year  alone.  The 
same  would  be  true  of  the  present  companies  if  they 
were  competing  for  the  same  grants  in  the  open  market. 

This  interesting  result  is  vitiated  for  the  present,  how¬ 
ever,  by  the  simple  fact  that  the  city  will  not  for  .some 
years  to  come  be  in  a  position  to  make  new  grants  in 
open  competition.  The  present  grants  must  expire  be¬ 
fore  the  city  can  enjoy  the  advantage  of  a  new  arrange¬ 
ment.  With  the  companies  it  has  been  different ;  they 
have  been  able  to  arrange  a  new  deal  in  the  shape  of  a 
renewal  at  almost  any  time.  The  pre.sent  attempt  to 
get  a  fifty-year  renewal  covering  the  whole  city,  is  only 
greater  in  degree  than  the  attempts  which  have  been 
successful  in  time  pa.st.  Yet  it  would  seem  that  the 
advantage  of  an  entirely  new  arrangement  is  so  great 
that  the  city  ought  to  hold  out  for  it,  even  at  great  in¬ 
convenience.  Nor  should  it  be  forgotten  that  the  pres¬ 
ent  value,  though  great,  is  trifling  compared  with  what 
the  future  promises.  The  steady,  rapid  growth  of  the 
city ;  the  inevitable  dccrea.se  in  operating  expenses  as 
compared  with  receipts ;  and  the  certainty  of  marked 
improvements  in  motive  power,  all  argue  strongly  for 
the  importance  of  future  values  in  a  consideration  of 
franchises.  But  at  this  very  moment,  the  difference  be¬ 
tween  a  new  grant  and  the  prosposed  renewal  of  the  old 
ones,  is  the  income  from  at  least  five  millions  of  dol¬ 
lars,  which  in  one  case  would  go  to  the  companies,  and 
in  the  other  might  go  to  the  city. 


The  Street  Railway  Problem  in  Clevelajid.  329 

VI.  The  Difficulties  of  Municipal  Ownership. 

We  have  already  euunierated, — under  the  heads  of 
good  service,  a  fair  return  for  grants,  and  the  elimina¬ 
tion  of  corruption  from  the  award  of  grants — the  essen¬ 
tial  objects  to  be  gained  by  a  thoroughly  good  street 
railway  policy.  But,  for  the  popular  mind,  the  one  de¬ 
sideratum  in  such  a  policy  is  the  sharing  by  the  public 
in  the  profits  of  the  street  railway  business.  The  par¬ 
ticular  form  which  this  share  should  take  varies  with 
the  interests  of  those  advocating  it.  Some  would  have 
it  all  applied  to  lowering  fares ;  others  would  prefer  a 
percentage  of  gross  receipts  paid  directly  into  the  city 
treasury  for  the  lightening  of  taxes  or  the  securing  of 
improvements  otherwise  unavailable  ;  still  others  would 
secure  the  increase  of  wages  paid  to  employes  on  the 
lines ;  and  not  a  few  would  like  to  have  all  these  things 
at  once.  But  the  underlying  notion, — that  the  com¬ 
panies  are  earning  large  profits  out  of  public  property, — 
and  the  general  demand, — that  the  public  shall  have  a 
share  of  these  profits, — are  common  to  nearly  all  the  com¬ 
plaints  made  and  reforms  proposed.  The  financial  argu¬ 
ment  is  the  one  which  appeals  to  most  people.  Yet  the 
elements  of  good  service  and  the  elimination  of  corrui> 
tion  cannot  safely  be  left  out  of  any  wise  policy ;  these, 
as  well  as  the  financial  aspect  of  the  question,  must  be 
aimed  at  in  the  sober  consideration  of  the  city’s  policy  in 
regard  to  street  railways. 

There  are  three  distinct  methods  which  the  city  may 
employ  in  its  efforts  to  secure  the  best  solution  of  the 
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street  railway  problem.  It  may  grant  franchises,  nnclcr 
which  companies  undertake  to  equip  aud  operate  the 
lines,  upon  such  conditions  as  the  city  sees  fit  to  impose 
upon  its  grants.  It  may  purchase  the  Hues  with  a  view 
to  leasing  them  to  operating  companies.  It  may  pur¬ 
chase  them  with  a  view  to  operating  them  on  its  own 
account.  These  three  methods  we  may  briefly  designate 
as  the  franchise,  lease,  and  city  management  methods. 
Let  ns  proceed  to  a  discussion  of  their  relative  merits  in 
this  case. 

I.  Purchase  with  a  Vieiv  to  leasing. 

The  advocate  of  city  ownership  under  either  the  lease 
or  city  management  method,  undertakes  to  show  that 
the  city  can  best  solve  its  street  railway  problems  in 
that  particular  way  ;  while  the  advocate  of  the  franchise 
system  urges  his  method  as  the  one  most  suited  to  the 
case.  It  is  at  once  apparent  that  the  advocates  of  city 
ownership  in  general  may  stand  upon  double  ground  ; 
they  may  argne  from  either  the  lease  or  city  manage¬ 
ment  standpoint,  as  suits  them  best.  The  advocate  of 
the  franchise  system  must  make  a  case  against  both 
phases  of  city  ownership.  It  will  be  well  therefore  to 
note  the  relation  of  each  of  these  phases  to  the  franchise 
system. 

The  difference  between  the  operation  of  street  railways 
by  the  city,  and  their  operation  by  companies,  is  obvi¬ 
ous,  and  suffices  to  distinguish  clearly  between  the  city 
management  and  the  franchise  methods.  But  when  we 
examine  the  method  of  buying  the  lines  and  then  leas- 
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ing  them  to  companies,  we  find  that  it  is  in  principle  the 
same  as  the  franchise  system.  For,  when  the  city  grants 
a  franchise,  it  gives  to  a  company  for  a  valuable  consid¬ 
eration  (certain  service  at  certain  rates,  together  with 
returns  of  various  sorts,  according  to  the  value  of  the 
grant),  the  right  to  use  certain  of  its  property  in  the 
streets  for  a  time.  And  when  the  city  makes  a  lease  of 
street  railway  property,  it  grants  to  a  company  for  a 
valuable  consideration  (usually  a  fixed  money  return,  as 
well  as  certain  services)  the  right  to  use  certain  of  its 
property  in  the  streets,  plus  some  tracks  and  rolling 
stock  thereon.  In  the  latter  case  the  city  has  simply 
added  to  the  amount  of  the  property  leased.  The  fran¬ 
chise  may  be  described  as  a  lease  of  a  part  of  the  streets 
without  railway  equipment ;  and  the  lease  may  be  de¬ 
scribed  as  a  franchise  granting  the  use  of  part  of  the 
streets  plus  some  railway  equipment.  In  both  cases  the 
principle  is  the  same,  the  only  difference  being  that  the 
amount  of  property  is  greater  in  one  case  than  in  the 
other. 

This  identity  of  principle  deserves  careful  attention, 
for  it  is  fundamental  in  its  bearing  upon  the  whole  argu¬ 
ment  for  city  ownership  with  a  view  to  leasing.  Hav¬ 
ing  once  recognized  this  principle,  any  argument  for 
city  ownership  with  a  view  to  leasing  must  be  made 
upon  special  grounds.  These  special  grounds  are  com¬ 
monly  declared  to  exist  in  the  fact  that  the  city  has  al¬ 
ready  granted  its  most  valuable  franchises,  and  that  it 
will  be  many  years  before  it  will  have  the  opportunity 
of  making  better  ones.  Those  who  advance  this  argu- 
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ment  are  thus  reduced  at  the  outset  to  an  admission  that 
the  advantage  which  their  method  is  intended  to  gain  is 
merely  temporary ;  that  it  exists  only  because  the  city 
has  for  a  time  parted  with  its  rights  in  the  streets,  and 
that  it  wdll  cease  to  exist  as  soon  as  existing  franchises 
expire  and  the  city  regains  its  rights.  The  advocates  of 
this  method  must  therefore  show  that  the  rights  granted 
in  existing  franchises  are  so  valuable  as  to  justify  the 
city  in  expending  millions  to  regain  them,  in  the  face  of 
the  fact  that  in  less  than  twenty  years  they  will  all  have 
come  to  an  end. 

Of  course  the  first  question  involved  in  any  discussion 
of  immediate  city  ownership  is  :  at  what  price,  if  at  all, 
could  the  city  get  the  lines?  It  may  well  be  doubted 
whether  as  long  as  the  companies  perform  their  part  of 
the  contract, — which  they  can  very  easily  do, — the  city 
could  force  them  to  sell.  Their  franchises  are  contracts 
regularly  and  legally  made,  and  the  courts  must  protect 
the  holders  of  them.  And  even  if  the  city  could  by  any 
means  compel  the  companies  to  sell,  it  would  have  to 
pay  handsomely  for  what  it  got  by  the  transaction.  It 
would  have  to  be  treated  as  an  investor  trying  to  get 
hold  of  valuable  property,  and  be  compelled  to  pay  for 
it  accordingly.  The  price  must  include  a  large  allow¬ 
ance  for  the  value  of  unexpired  franchises,  as  well  as  a 
valuation  of  the  property  on  the  basis  of  what  it  has 
cost  the  companies,  rather  than  what  it  could  be  replaced 
for.  The  price,  we  may  feel  sure,  would  not  be  far 
from  fifteen  millions,  inasmuch  as  the  companies  claim 
an  actual  investment  of  more  than  twelve  millions. 
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This  would  be  an  investment  in  street  railways  sneh  as 
no  eity  has  ever  made.  And  it  would  be  made  under 
the  most  unfavorable  conditions,  both  legally  and  finan¬ 
cially.  The  argument  based  upon  the  experience  of 
cities  which  have  bought  and  leased  railway  property  is 
therefore  insufficient  and  inapplicable  in  this  case. 

Still  another  factor  would  play  a  very  important  part 
in  any  scheme  of  city  ownership.  It  is  the  amoiint  of 
interest  which  the  city  would  have  to  pay  on  the  money 
spent  in  purchasing  the  lines.  Those  cities  which  have 
spent  comparatively  small  stuns  in  street  railway 
property,  (Glasgow  had  only  $1,700,000  invested  while 
its  property  was  under  lease,  and  has  less  than  $3,000,- 
000  now,  while  Toronto  paid  only  $1,400,000  for  the 
lines  which  it  leased),  have  enjoyed  the  full  advantage 
of  a  low  rate  of  interest ;  and  this  has  been  a  consider¬ 
able  element  in  the  good  .showing  made  by  Glasgow. 
But  what  rate  of  interest  would  a  city  like  Cleveland 
have  to  pay  on  a  loan  of  fifteen  millions,  additional  to 
an  existing  large  bonded  debt  ?  Under  the  five  per 
cent,  limit,  formerly  fixed  by  the  legislature,  the  bonded 
debt  was  actually  about  six  millions  ;  under  the  recently 
authorized  .seven  per  cent,  limit,  it  will  exceed  nine  mil¬ 
lions.  The  purchase  of  the  lines  at  fifteen  millions 
would  swell  the  city’s  debt  to  more  than  twenty  mil¬ 
lions.  It  is  a  grave  question  what  rate  of  interest  the 
city  would  have  to  pay  on  such  a  loan. 

A.ssnming  that  the  city  could  borrow  the  whole  fifteen 
millions  at  five  per  cent,  the  annual  interest  charge 
would  be  $750,000.  The  gross  earnings  this  year  will 
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be  about  $1,100,000  which  would  leave  a  margin  of 
$350,000  for  net  earnings.  Out  of  this  sum  would  have 
to  be  allowed  the  amount  received  by  the  operating 
company  for  its  services,  and  the  losses  by  depreciation. 
But  at  the  outset  there  would  be  a  difference  of  at  least 
eight  millions  of  dollars  between  the  purchase  price  of 
the  lines  and  their  actual  present  value.  This  sum 
would  have  to  be  made  good  during  the  years  in  which 
the  existing  grants  would  run,  inasmuch  as  the  value 
of  the  new  grants  would  be  calculable  upon  the  ba¬ 
sis  of  the  then  present  value  of  the  lines.  The  aver¬ 
age  duration  of  existing  grants  is  about  fotirteen  years. 
The  city  would  have,  therefore,  to  make  good  during 
those  years  the  amount  which  it  had  to  pay  in  e.xccss  of 
the  actual  value  of  the  lines,  as  well  as  all  losses  through 
the  ordinary  causes.  This  consideration  alone  practi¬ 
cally  destroys  the  financial  argument  in  favor  of  pur¬ 
chase  with  a  view  to  leasing. 

The  weakness  of  this  method  appears  still  further 
when  we  examine  the  possibilities  of  improvement  by 
means  of  leases.  In  the  matter  of  service,  we  have  al¬ 
ready  found  that  the  city  has  absolute  legal  power  to 
make  the  service  what  it  should  be.  No  lease  could 
give  the  city  more  power  in  that  direction.  Nor  is  it 
likely  that  there  would  be  less  corruption  in  granting  a 
lease  which  included,  with  the  use  of  the  streets,  the 
management  of  property  worth  millions  of  dollars.  If 
no  council  can  be  elected  to  make  a  good  franchise, 
there  is  small  chance  of  making  a  good  lease.  From 
whatever  standpoint  we  view  the  lease  method,  its  ad- 
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vantages  are  only  temporary,  and  expire  with  the  ex¬ 
piration  of  existing  grants. 

2.  City  Ownership  with  a  View  to  City  Management. 

In  the  proposition  to  have  the  city  buy  the  lines  wdth 
a  view  to  operating  them,  we  come  fairly  to  the  question 
of  city  versus  corporate  management.  The  advocates  of 
city  ownership  with  a  view  to  leasing  are  usually,  iu  this 
country  at  least,  under  the  disadvantage  of  a  tacit  admis¬ 
sion  that  city  maiiagcmcnt  is  not  efficient  or  trustworthy. 
That  admission  would  invalidate  any  argument  in  favor 
of  city  ownership  in  any  form,  for  the  simple  reason  that 
if  we  assume  municipal  corruption,  any  change  that  we 
might  make  in  the  direction  of  city  ownership  would  in¬ 
evitably  make  things  worse  than  they  now  are.  Thus 
the  advocate  of  the  leasing  method  is  defeated  at  the 
very  outset  by  his  tacit  assumption  of  municipal  rotten¬ 
ness.  The  advocate  of  municipal  management  escapes 
at  least  a  part  of  that  disadvantage.  He  takes  issue 
squarely  with  the  present  system  of  corporate  manage¬ 
ment,  and  affirms  that  it  should  be  superseded  by  com¬ 
plete  municipal  management.  lie  admits  that  there  is 
corruption  in  the  award  of  franchises,  but  affirms  that 
that  corruption  can  be  removed  by  doing  away  with  the 
franchises.  When  there  are  no  valuable  privileges  to 
be  had,  he  maintains  that  there  will  be  no  powerful 
organizations  to  corrupt  the  city  in  order  to  get  them. 
He  further  affirms  that  cities  are  entirely  capable  of 
managing  such  enterprises,  and  that  there  is  no  good 
reason  why  street  railroads  should  not  be  as  well  man- 
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aged  by  the  city  as  the  mail  service  is  by  the  general  gov¬ 
ernment.  Now  and  then  we  find  an  advocate  of  munici¬ 
pal  management  who  believes  that  the  city  ought  to 
assume  the  management  of  street  railways  in  order  to 
force  a  reform  in  municipal  affairs.  But  the  majority  of 
those  who  favor  this  method  are  moved  by  the  desire  to 
have  the  city  receive  a  larger  financial  return  from  the 
railways  than  it  now  receives.  The  strongest  argument 
for  them  is  the  financial  one,  for  they  hope  that,  in  spite 
of  any  inefficiency  or  corruption  which  there  may  be  in 
the  city  control  of  the  lines,  the  net  financial  result  will 
still  be  more  favorable  than  any  which  could  be  ob¬ 
tained  from  franchises. 

It  might  be  objected  on  theoretical  gronnds  that  if 
there  is  corruption  under  the  present  system  there  would 
be  more  under  one  which  added  to  the  income  of  the 
city  several  millions  a  year,  and  to  its  pay-rolls  several 
thousands  of  men.  It  might  be  urged  that,  in  the  ef¬ 
fort  to  escape  the  street  car  magnate,  we  sliould  be  put¬ 
ting  ourselves  under  the  control  of  the  political  boss  ; 
that  we  should  bo  accumulating  the  material  out  of 
which  this  gentleman  might  construct  a  political  ma¬ 
chine  vastly  more  powerful  and  demoralizing  than  any 
street  railway  combination.  It  might  also  be  shown 
that  the  po.stofficeis  not  to  be  cited  in  evidence  upon  the 
street  railway  problem  ;  that  in  the  former  the  manage¬ 
ment  is  pretty  effectually  separated  from  local  infiucnces, 
and  the  grade  of  ability  required  is  a  barrier  against  the 
appointment  of  the  lower  class  of  political  hangers-on  ; 
while  the  latter  would  be  subject  to  all  the  strain  of  lo- 
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cal  political  ‘  pull  ’  and  would  not  be  protected  against 
demoralization  by  a  high  standard  of  required  ability. 
We  might,  on  the  basis  of  facts  known  and  admitted  by 
all  men  outside  of  the  political  rings,  make  an  argument 
against  city  management  which  would  establish  the  fact 
of  its  inherent  danger  and  impracticability.  We  shall 
content  ourselves,  however,  with  a  few  comparisons  of 
the  actual  efficiency  and  cost  of  city  management  with 
that  of  the  street  railways  as  now  managed.  From  these 
comparisons  we  think  it  will  appear  that  the  only  argu¬ 
ment  in  favor  of  city  ownership  which  enlists  serious 
support,  the  financial  one,  cannot  be  sustained. 

The  efficiency  and  cost  of  any  form  of  management 
may  be  fairly  tested  by  the  items  of  supplies  and  labor. 
The  former  includes  the  charges  for  fuel,  material  for  re¬ 
pairs,  and  other  supplies  necessary  in  the  operation  of 
such  a  plant  as  those  under  consideration.  The  latter 
covers  the  charges  for  services,  excepting  official  salaries. 
Any  material  reduction  in  operating  expenses  would 
have  to  come  along  one  or  both  of  these  lines,  and  upon 
these  we  may  very  fairly  compare  the  two  methods  of 
management, — public  and  private. 

In  the  matter  of  supplies  we  can  make  no  direct  com¬ 
parisons  ;  but  we  know  that  their  amount  and  cost  are 
chiefly  determined  by  the  quality  of  the  management. 
For  there  is  probably  no  more  sensitive  test  of  efficient 
management  than  this  very  thing.  Skill  in  buying  and 
economy  in  using  supplies  very  largely  determines  their 
cost.  Success  in  this  department  of  management  re¬ 
quires  qualities  of  the  very  highest  order, — skill,  vigi- 
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lance,  honesty.  The  lack  of  any  of  these  qualities  may 
throw  the  balance  on  the  wrong  side  of  the  ledger.  Ap¬ 
plying  these  tests  to  city  management  it  is  certainly 
found  wanting.  There  is  no  reason  to  believe  that  of¬ 
ficials  possessing  and  exercising  these  qualities  can  be 
secured  under  any  system  of  city  management  which  we 
have  yet  tried.  In  so  far  as  skill  is  concerned,  the  brev¬ 
ity  of  official  terms,  as  well  as  the  character  of  the  offi¬ 
cials  chosen,  renders  it  practically  impossible.  Within 
five  years  Cleveland  has  had  at  the  head  of  each  of  its 
city  departments  three  or  more  men.  In  very  few  cases 
were  these  men  fitted  for  the  places  they  held,  and  in  no 
case  did  any  of  them  have  an  opportunity  to  become  fit 
for  his  place.  Fkillful  management  has  in  general  been 
simply  impossible.  On  the  other  hand,  the  street  car 
lines  have  been  managed  by  men  who  have  grown  up  to 
their  positions,  or  had  exceptional  opportunities  to  fit 
themselves  for  their  work.  They  are  in  general  admin¬ 
istered  by  men  who  have  served  a  long  apprenticeship 
before  attaining  a  high  official  position.  If  experience 
counts  for  anything  in  the  matter  of  skill,  these  officers 
are  skilled  men. 

As  for  vigilance,  the  lack  of  skill  makes  it  very  hard 
for  any  city  official  to  be  really  vigilant.  The  skill  and 
vigilance  which  have  been  the  ground  of  promotion  in 
the  service  of  the  companies  have  counted  for  little  or 
nothing  in  the  service  of  the  city.  Every  political  office 
is  primarily  regarded  as  a  means  to  further  political  ends, 
and  good  service  has  seldom  been  one  of  those  ends.  In 
the  case  of  the  officials  of  the  company  there  has  been 


The  Street  Railway  Problem  in  Cleveland.  339 

more  at  stake.  Its  gains  have  been  their  gains ;  its 
losses  their  losses.  The  city  official  has  served  an  im¬ 
personal  something  which  seems  neither  to  appreciate 
gains  nor  to  suffer  under  losses.  Under  the  companies, 
officers  hold  positions  ;  under  the  city,  men  hold  ‘  office  ’. 
The  first  is  an  opportunity  to  do  something  ;  the  second 
is  a  chance  to  get  something.  They  are  not  twenty  men 
in  the  City  Hall  who  are  not  getting  from  twenty  to  two 
hundred  per  cent,  more  pay  than  any  company  would 
pay  them  for  the  same  kind  of  service.  And,  what  is 
worse,  the  city  is  paying  such  prices  for  far  less  efficient 
service  than  any  good  company  would  tolerate.  There 
are  some  exceptions  ;  but  the  rule  is  inefficiency,  if  we 
judge  of  efficiency  by  the  standards  which  the  business 
world  is  obliged  to  adopt.  The  city  pays  more  for  its 
services,  gets  less,  and  must  put  up  with  a  poorer  quality, 
than  any  good  business  house.  The  possibility  of  effi¬ 
ciency  of  management  in  the  important  matter  of  sup¬ 
plies  is  therefore  wofully  small  under  city  management. 

When  we  turn  to  the  cost  of  labor  as  an  index  of  the 
cost  of  city  management,  we  find  a  situation  that  is,  if 
possible,  less  promising  in  the  matter  of  street  railway 
operation,  than  that  of  management.  About  seventy  per 
cent  of  the  operating  expenses  of  these  companies  goes 
to  pay  labor.  What  would  the  city  pay  for  the  same 
labor  ?  We  need  hardly  be  reminded  that  one  of  the 
arguments  often  advanced  in  favor  of  city  ownership  is, 
that  it  would  increase  the  wages  and  shorten  the  hours 
of  employes.  This  is  undoubtedly  true.  The  whole 
logic  of  past  experience  is  in  its  favor.  The  tendency 
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has  been  and  is  in  the  direction  of  higher  wages  for  city 
employes  tlian  is  paid  for  like  service  by  corporations. 
If  the  city  bought  the  street  railway  lines  and  under¬ 
took  to  operate  them,  there  would  be  an  increase  in 
wages,  and  it  would  come  even  if  the  service  could  not 
be  improved,  nor  fares  lowered,  nor  a  surplus  paid  into 
the  city  treasury.  There  is  every  reason  to  believe  this. 
Consider  the  classes  of  city  employes  most  clo.sely 
corresponding  to  the  street  railway  employes,  the  police¬ 
men  and  firemen.  The  policemen  in  Cleveland  re¬ 
ceive  a  thousand  dollars  a  year,  with  excellent  chances 
of  promotion  to  eleven  or  twelve  hundred,  and  the  cer¬ 
tainty  of  retirement  on  half  pay  at  the  expiration  of 
twenty  years  of  service.  The  firemen  receive  nine 
hundred  and  sixty  dollars  a  year,  with  good  prospects 
of  promotion  to  eleven  hundred  and  fifty.  They  also 
are  sure  of  their  half-pay  pension  after  twenty  years  of 
service.  Now  the  work  on  the  beat  is  less  arduous,  ex¬ 
acting,  and  unpleasant  than  that  on  the  line,  while  the 
fireman’s  lot  is  much  preferable  to  that  of  the  motor- 
man  or  conductor.  The  intelligence  required  of  the 
street  railway  employe  is  fully  equal,  also,  to  that  of  the 
city  employe.  But  the  street-car  man  gets  twenty  cents 
an  hour  for  his  work,  and  is  ‘  doeked’  for  every  hour  he 
loses.  He  has  neither  promotion  iior  pension  to  look 
forward  to,  and  his  wages  cannot  average  much  over  six 
hundred  dollars  a  year. 

It  may  be  remembered  that  the  police  and  firemen 
were  not  always  so  well  off  ;  but  they  have  not  been  in 
politics  for  nothing.  Commissioners  and  legislators 
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elected  tlirongli  tlieir  aid  have  wrought  great  iniprove- 
incnt  in  their  condition.  It  would  be  the  same  with  the 
street  car  men  if  they  were  in  the  employ  of  the  city. 
If  two  hundred  and  fifty  firemen  can  secure  the  increase 
of  their  .salaries  through  political  action,  could  not  two 
thousand  street  railway  men  do  as  much  ?  So  far  as 
the  value  of  their  service  is  concerned,  street  railway 
men  have  as  good  a  ‘  right’  to  a  thousand  dollars  a  year 
as  policemen  have.  And  the  whole  history  of  muni¬ 
cipal  politics, — certainly  in  Cleveland, — goes  to  show 
that  they  would  get  it.  Having  gained  their  increase 
in  wages,  the  profits  of  operation  would  suffer  seriously. 
Had  the  street  railway  employes  been  paid  during  this 
year  at  the  rate  of  policemen,  or  of  the  city  employes 
performing  similar  .services,  the  gro.ss  earnings  of  the 
companies  would  have  been  reduced  by  more  than  half 
a  million  dollars.  Had  the  city  purchased  the  lines  at 
fiften  millions,  paid  five  percent,  on  its  bonds,  and  paid 
its  street  railway  employes  at  the  same  rates  as  its  other 
employes,  there  would  have  been  a  deficit  of  between 
two  and  three  hundred  thousand  dollars  in  the  street 
railway  account. 

It  is  clear  that,  without  taking  into  account  the  possi¬ 
bilities  of  corruption,  without  presupposing  intentional 
dishonesty  on  the  part  of  city  officials,  it  is  impo.ssible 
under  present  methods  of  city  government  and  manage¬ 
ment  to  gain  any  financial  advantage  through  city 
ownership  of  street  railways.  Under  present  conditions 
we  .should  obtain  neither  the  efficiency  of  management 
nor  the  cheapness  of  labor  which  are  absolutely  neces- 


342 


Economic  Studies. 


sary  to  make  the  lines  a  source  of  revenue  to  the  city. 
Until  we  have  succeeded  in  introducing  into  our  city 
management  those  principles  and  methods  which  are 
essential  to  the  success  of  any  business  enterprise,  the 
logic  of  the  situation  is  entirely  against  any  scheme  of 
city  management  of  our  street  railways.  In  proof  of 
this,  beyond  what  has  already  been  said,  it  will  sufnee 
to  mention  the  single  fact  that  the  most  rigorous  reform 
bill  ever  passed  in  regard  to  this  city  (the  so-callcd 
‘  Federal  Plan  ’  law),  compels  the  city  authorities  to  call 
in  private  parties  to  do  any  piece  of  work  costing  more 
than  two  hundred  and  fifty  dollars.  Beyond  that  point 
the  city  cannot  be  trusted  in  the  performance  of  its  own 
work. 

In  view  of  these  facts,  it  seems  hardly  necessary  to 
add  to  the  simple  statements  here  made  any  argument 
as  to  the  danger  of  opening  up  to  the  politicians  the  rich 
plunder  of  the  street  car  lines.  Neither  docs  it  seem 
necessary  to  elaborate  upon  the  inevitable  inferiority  of 
service  which  would  be  rendered  by  servants  who  owed 
their  positions  to  political  ‘  pull.’  With  the  failure  of 
the  financial  argument  falls  the  only  point  which  secures 
to  the  advocate  of  the  method  of  city  mauagement  of 
the  lines  a  hearing. 

To  sum  up,  then,  on  the  basis  of  our  three  original 
points,  we  may  say  that  the  method  of  city  ownership 
with  a  view  to  operation  offers  no  solution  of  the  service 
problem  ;  that  on  this  point  it  is  inferior  to  cither  of  the 
other  methods.  We  may  also  say  that  the  possibility  of 
a  solution  of  the  financial  problem, — the  securing  of  an 


The  Street  Railway  Problem  in  Clevelaiid.  343 

adequate  return  for  the  use  of  the  city’s  property  in  the 
streets, — is  destroyed,  in  the  first  instance  by  the  price 
which  the  city  would  have  to  pay  for  the  lines  at  forced 
sale,  and  in  the  second  place  by  the  inefficiency  of  city 
management  and  the  excessive  cost  of  city  labor.  And 
on  the  third  point, — the  corruption  in  connection  with 
street  railways, — we  must  say  that  it  is  so  serious  as  to 
make  it  dangerous  and  impracticable  at  present,  even 
though  it  might  fully  solve  the  other  parts  of  the  prob¬ 
lem.  Whatever  the  future  may  bring  forth  in  Cleve¬ 
land  city  management,  there  is  at  present  no  sufficient 
ground  for  trusting  to  it  what  may  be  done  by  others. 
For  neither  in  efficiency  nor  honesty  is  it  yet  equal  to 
the  tasks  already  imposed  upon  it. 
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VII.  The  Franchise  System  and  its  Possibilities. 

/.  Under  Present  Conditions. 

Having  condemned  all  the  methods  open  to  the  city  in 
its  treatment  of  the  street  railway  problem,  it  may  fairly 
be  asked  whether  the  problem  seems  capable  of  any 
solution?  If  the  franchise  system  has  failed,  and  the 
others  would  fail,  what  solution  is  left  to  us  ? 

In  the  presence  of  the  political  conditions  already  de¬ 
scribed,  it  might  be  doubted  whether  any  .solution  is 
possible  under  present  conditions.  If  a  man  will  not 
protect  his  own  rights ;  if  he  will  permit  his  interests  to 
be  neglected  or  brushed  aside,  it  is  a  hard  matter  to  de¬ 
vise  any  way  by  which  he  may  be  protected  in  the  en¬ 
joyment  of  tho.se  rights  and  interests.  And  if  a  city  is 
likewise  indifferent  to  its  rights ;  if  the  people  are  so 
little  interested  in  the  di.sposal  of  their  property  that 
they  will  take  no  steps  to  assert  the  one  and  defend  the 
other,  it  is  of  little  use  to  devise  methods  by  which  they 
may  be  secure  in  the  enjoyment  of  what  they  so  little 
value.  But  if  we  may  be  justified  in  a.ssuming  that  the 
city  will  come  to  a  realizing  sense  of  its  rights  and  obli¬ 
gations,  the  discussion  has  some  value.  Upon  this 
assumption,  I  believe  that  it  can  be  shown  that  the 
franchise  system  is,  on  the  whole,  the  best  method  open 
to  the  city.  P'or  this  belief  I  give  a  few  rea.sons. 

In  a  discu.ssion  of  any  method  and  the  results  obtained 
under  it,  the  thing  to  be  kept  in  mind  i.s,  the  extent  to 
which  the  method  has  produced  the  results ;  and  also 
the  extent  to  which  bad  results  may  follow  from  the 
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poor  tise  of  methods  in  themselves  good.  And  the  ques¬ 
tion  in  all  movements  for  reform  is,  not  so  much  wheth¬ 
er  something  is  out  of  gear,  as  wdiether  the  remedy  sought 
to  be  prescribed  will  cure  the  evil.  It  is  not  enough  to 
cry,  “  There  is  corruption  ;  let  us  have  reform.”  We 
must  be  reasonably  sure  that  our  method  of  reform  will 
put  on  end  to  the  abuse.  Aud,  so,  we  belive,  in  a  dis¬ 
cussion  of  the  street  railway  problem  of  a  city  like 
Cleveland,  we  ought  to  be  at  great  pains  to  know,  not 
only  the  evil,  but  also  its  cause  and  remedy.  We  must 
ask  whether  the  evils  now  existing  are  due  to  the  pres¬ 
ent  system  ;  and,  if  so,  whether  their  remedy  demands  a 
change  of  principle  or  of  detail  only.  If  we  will  put 
ourselves  into  this  attitude,  I  think  we  shall  find  that 
many  of  the  evils  now  complained  of  can  be  remedied 
under  the  present  system,  as  far  as  they  can  be  remedied 
at  all. 

Thus,  in  the  matter  of  service,  we  have  already  seen 
that  the  franchise  system  provides  fully  and  adequately 
for  every  legitimate  need.  Under  no  system  could  we 
secure  a  fuller  assurance  of  good  service,  provided  we 
ourselves  insist  tipon  the  fulfilment  of  the  contract. 
This  is  especially  true  in  regard  to  lower  fares  upon 
several  of  the  lines.  The  Council  has  full  power  to  re¬ 
duce  fares  011  the  Euclid  Avenue,  Cedar,  Wade  Park, 
Woodland  Avenue,  aud  Brooklyn  (including  Scoville). 
The  experiment  of  lower  fares  can  here  be  tried  fully 
aud  fairly  without  risk  or  difficulty. 

In  the  matter  of  a  return  for  the  privileges  granted, 
no  system  can  now  do  much  direct  good.  The  act  of 
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folly  has  been  committed.  The  deed  of  gift  has  been 
made,  and  the  squandered  property  can  not  be  regained 
without  paying  for  it.  Yet,  even  here,  there  is  a  possi¬ 
bility  of  improvement  through  the  illegality  of  some  of 
the  grants.  The  renewals  granted  to  the  Superior,  St. 
Clair,  Brooklyn,'and  Broadway  Companies,  are  of  doubt¬ 
ful  validity.  A  vigorous  assault  might  break  them 
down,  and  result  in  their  being  set  aside.  Practically 
every  grant  in  the  city  has  a  weak  spot  in  it.  The 
Broadway  renewal  is  of  doubtful  validity  ;  the  Brooklyn 
renewal  is  likewise  weak,  and  the  Scoville  Avenue  grant 
saddled  upon  it  the  right  of  the  Council  to  reduce  fares. 
The  East  Cleveland  (excepting  Central  Avenue)  is  also 
open  to  a  reduction  of  fares  ;  the  Woodland  avenue  grant 
is  in  the  same  list.  The  St.  Clair  and  Superior  grants 
were  renewed  before  expiration.  The  West  Side  grant 
is  tied  up  to  the  Woodland,  which  expires  in  seven  years, 
and  has  a  cheap  fare  provision ;  and  the  Kinsman  Street 
grant  expired  two  years  ago.  A  strong  fight  by  the  city 
on  these  points  might  enable  it,  before  the  expiration  of 
the  grants,  to  secure  some  return  for  them.  But  in  any 
case,  these  grants  will  begin  to  expire  soon.  In  a  little 
more  than  seven  years,  the  Woodland  grant  will  expire. 
Nine  years  more  will  see  the  end  of  the  West  Side  grant. 
Thirteen  years  will  terminate  the  Brooklyn,  St.  Clair, 
and  Superior  grants ;  while  the  East  Cleveland  and  the 
South  Side  are  good  for  seventeen  years,  and  the  Broad¬ 
way  for  nearly  eighteen.  The  great  discrepancies  be¬ 
tween  the  dates  of  expiration  for  the  different  lines  is  also  a 
source  of  weakness  to  the  consolidated  companies,  of  which 
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the  city  might  take  advantage.  By  availing  itself  of 
these  advantages  and  then  waiting,  if  need  be,  for  the 
expiration  of  the  grants,  the  city  would  be  able  to  secure 
the  best  arrangement  possible  under  any  system.  The 
property  of  the  companies  will  be  of  little  value  in  the 
event  of  a  failure  to  obtain  a  new  grant,  and  they  will 
be  well  able  to  offer  better  tenns  for  a  new  franchise 
than  any  other  company  could.  The  policy  of  renewing 
franchises  long  before  their  expiration,  and  so  depriving 
the  city  of  many  of  its  natural  advantages,  is  no  essen¬ 
tial  part  of  the  franchise  system  and  should  be  abolished 
at  once. 

As  for  corruption  in  the  award  of  franchises,  it  is  no 
more  a  part  of  this  system  than  it  would  be  of  any  sys¬ 
tem  that  politics  could  touch.  This  matter  of  corrup¬ 
tion  is  a  disease  which  cannot  be  cured  by  scattering  it, 
nor  restricted  by  giving  it  richer  soil  to  flourish  in.  It 
must  be  attacked  where  it  is  and  cured  there.  Under 
proper  limitations,  it  can  be  better  dealt  with  under  the 
franchise  system  than  any  other. 

The  fatal  defect  of  the  franchise  system  thus  far  has 
been  the  power,  assumed  by  Council,  to  renew  grants  at 
any  time  during  their  existence,  under  any  terms  it 
pleases.  Until  this  view  is  repudiated  by  the  courts  or 
cured  by  a  new  statute,  it  will  be  possible  for  any  one 
Council  in  a  period  of  twenty  years  to  give  away  all 
the  franchises  in  the  city  for  the  full  legal  period.  Un¬ 
der  the  express  wording  of  the  statute  to  the  contrary, 
this  evil  ought  never  to  have  arisen  ;  but  now  that  it 
has  arisen,  it  should  be  dealt  with  promptly. 
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2.  Under  the  Proposed  Fifty-  Year  Grant. 

The  possibilities  of  a  solution  of  the  problem  under 
the  new  fifty-year  law  are  contingent  upon  several  points. 
If  the  city  Council  can  put  itself  in  a  position  to  deter¬ 
mine  what  would  be  fair  terms  under  such  a  grant,  and 
is  disposed  to  give  the  grant  only  under  such  terms  ;  and 
if  the  Council  can  make  a  contract  with  the  new  con¬ 
solidated  company  under  which  the  old  evil  of  indis¬ 
criminate  renewals  will  be  effectually  escaped,  the  result 
might  be  really  favorable  to  the  city.  But  if  the  Coun¬ 
cil  should  fail  upon  any  of  these  points,  the  city  would 
be  in  a  worse  position  than  at  present.  The  advantage 
of  fixing  new  terms  would  be  largely  lost  if  the  Council 
did  not  know  what  terms  ought  to  be  fi.xed.  And  the 
only  real  merit  of  the  law, — the  provision  for  a  revision 
of  the  terms  at  the  end  of  the  twentieth  and  the  thirty- 
fifth  years, — would  be  u.sele.ss  if  the  present  view  of  re¬ 
newals  is  valid.  A  grant  for  fifty  years  can  be  renewed 
without  regard  to  its  date  of  expiration,  as  easily  as  any 
other.  All  that  would  be  necessary,  therefore,  to  de¬ 
prive  the  public  of  the  advantage  of  the.se  revisions 
would  be  to  secure  a  renewal  before  the  period  came 
around,  and  so  postpone  it  indefinitely.  If  the  renewals 
of  the  St.  Clair,  Superior,  Brooklyn  and  Broadway 
lines  are  valid,  any  Council  could  renew  the  fifty-year 
grant.  Without  a  provision  which  renders  such  renewal 
impossible,  the  whole  advantage  of  the  best  feature  in 
the  law  would  be  lost  to  the  public. 

But  granting  the  po.ssibility  of  securing  favorable 
terms  and  providing  against  the  renewal  evil,  the  fifty- 
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year  grant  would  have  at  least  one  distinct  advantage. 
It  would  take  the  street  railway  question  out  of  politics 
to  a  considerable  extent.  Any  arrangement  which  can 
be  made  definite  for  a  given  period  would  bring  this 
important  gain. 

j.  Comparative  Advantages  under  Present  Grants.^ 
and  tinder  the  Fifty-  Year  Arrangement. 

We  have  seen  that,  under  the  present  grants,  the  city 
is  in  a  position  to  make  an  experiment  with  lower  fares 
on  a  number  of  representative  lines,  to  gain  some  re¬ 
liable  knowdedge  as  to  the  actual  cost  of  street  railway 
service ;  and,  possibly,  by  attacking  grants  of  doubtful 
validity,  to  force  substantial  concessions  in  other  direc¬ 
tion  from  the  holders  of  these  grants.  We  have  seen 
that  the  present  grants  begin  to  expire  in  seven  years 
and  will  all  have  come  to  an  end  in  less  than  eighteen 
years.  We  thus  find  the  city  in  a  position  of  great  ad¬ 
vantage,  by  reason  of  which  it  may  learn  what  it  should 
receive  from  its  grants  at  present,  and  proceed  to  enforce 
its  reasonable  demands.  With  the  expiration  of  existing 
grants,  it  may  enter  upon  a  series  of  arrangements  with 
the  companies  by  which  it  will  receive  all  that  is  justly 
due  it,  .so  that  when  the  last  of  the  existing  grants  ex¬ 
pires  it  will  have  approached  a  .safe  and  wise  solution  of 
its  street  railway  problem  without  any  of  the  risks  or 
dangers  of  city  ownership. 

Under  the  present  grants,  the  city  may  gain  the  ad¬ 
vantage  resulting  from  the  expiration  of  the  grants. 
Not  so,  under  a  fifty-year  arrangement,  if  settled  years  be- 
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fore  expiration  of  these  grants.  It  cannot  be  expected  that 
the  companies  will  accept  terms  as  favorable  as  could 
and  would  be  made  by  a  new  company.  They  will  not 
part  with  the  vahie  represented  by  their  present  grants. 
The  terms  of  a  new  grant  at  the  present  time  would 
have  to  be  fixed  with  reference  to  an  investment  far  in 
excess  of  the  actual  value  of  the  Hues ;  and  this  amount 
now  fixed  would  continue  to  be  the  basis  even  under  the 
revisions  at  the  end  of  the  twentieth  and  the  thirty-fifth 
year, — if  such  revision  %vere  not  evaded  by  some  new 
law.  The  very  essence  of  the  fifty-year  grant  is  that  it 
takes  the  companies  where  it  finds  them,,  recognizes 
their  present  claims  as  to  investment,,  and  substitutes 
for  their  medley  of  grants,, — good,,  bad  and  indifferent,, 
expiring  at  periods  anywhere  from  seven  to  eighteen 
years  distant,, — one  uniform  grant  for  all  lines,  good 
until  April  22,  1946.  The  city  is  asked  thus  to  give  up 
all  the  advantages,  natural  and  accidental,  of  its  present 
position,  cure  all  the  defects  of  existing  grants  and  give 
a  new  lease  of  life  to  an  arrangement  already  antiquated. 
A  system  professed  to  represent  more  than  twelve 
millions  of  actual  investment  is  to  be  made  the  basis  of 
a  fifty-year  arrangement,  when  at  this  very  moment  it  is 
actually  worth  less  than  seven  millions.  What  advan¬ 
tages  does  the  fifty-year  grant  offer  in  return  for  such 
concessions  ? 

Under  the  terms  of  the  law  as  it  stands,'  it  is  provided 
that  in  return  for  a  fifty-year  extension  of  its  grants,  the 
company  consolidating  under  the  law  shall  give  univer- 
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sal  transfers  from  line  to  line  going  in  the  same  general 
direction  ;  that  the  rates  of  fare  for  children  shall  not  be 
in  excess  of  the  minimum  charged  on  the  separate  routes 
prior  to  consolidation  ;  that  it  shall  agree  to  “  such  other 
changes  as  to  rates  of  fare  and  transfers  as  will  make  the 
terms  and  conditions  applicable  to  all  said  lines  satisfac¬ 
tory  to  said  board  of  administration  or  legislative  body 
(city  council)  ” ;  that  no  increase  of  fare  shall  be 
allowed,  nor  any  decrease  of  license  fees  or  percentage 
tax  on  gross  earnings  now  required  to  be  paid.  The 
only  distinct  gain  absolutely  secured  under  the  terms  of 
this  law  is  a  universal  transfer  system.  But,  as  we  have 
already  noted,  the  present  transfer  system  is  practically 
universal.  The  gain  resulting  from  a  further  e.xtension 
of  it  would  be  comparatively  slight.  The  car  license 
fees,  so  carefully  protected  from  decrease,  amount  to  less 
than  ten  thousand  dollars  a  year ;  while  “  the  percentage 
ta.x  on  gross  earnings  now  required  to  be  paid  ”  is  e.xactly 
nothing.  The  only  possibility  of  improvement  lies  in 
the  vague  provision  for  “  such  other  changes  as  to  rates 
of  fare  and  transfers  as  will  make  the  terms  and  condi¬ 
tions  applicable  to  all  said  roads  or  lines  satisfactory  ”  to 
tlie  city  Council.  The  Council  has  been  very  easily 
“  satisfied  ”  in  recent  years.  Before  any  new  grants  are 
given,  the  Council  needs  some  definite  knowledge  upon 
which  to  determine  the  value  of  those  grants.  By  an 
immediate  surrender  of  all  its  advantages  and  rights  in 
the  case,  the  city  can  gain  very  little  and  will  give  very 
much. 
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CONCLUSIONS. 

In  view  of  all  the  circumstances,  the  policy  of  the  city 
in  the  matter  of  grants,  should  be  a  waiting  one,  until 
more  light  has  been  gained  upon  the  possibilities  under 
such  grants.  There  is  no  good  reason  why  the  city  should 
at  this  juncture  make  a  disposition  of  the  whole  street  rail¬ 
way  problem  which  must  hold  good  for  a  long  period  of 
years.  On  the  contrary,  there  is  a  most  excellent  oppor¬ 
tunity  for  working  out  under  the  present  grants  such  re¬ 
sults  as  may  utterly  change  the  character  of  the  new 
grants  when  they  must  be  made.  The  whole  problem 
of  lower  fares  can  be  thoroughly  dealt  with,  and  a  vigor¬ 
ous  campaign  in  favor  of  a  better  state  of  affairs  in  street 
railway  matters  will  doubtless  bring  out  many  advan¬ 
tages  not  now  clearly  apparent.  A  few  lines  of  action 
which  are  immediately  open  and  should  be  entered  upon 
at  once,  may  here  be  suggested  : 

First.  Let  the  Council  proceed  to  reduce  fares,  under 
the  reservations  made  with  that  end  in  view.  Let  the 
experiment  be  tried  on  all  the  lines  open  to  it.  If  hon¬ 
estly  prosecuted,  it  will  throw  more  light  upon  the  whole 
problem  than  any  other  one  thing  can  do. 

Second.  Let  the  grants  of  doubtful  validity  be  at¬ 
tacked  in  the  courts,  and  let  the  case  be  made  as  strong 
as  it  should  be,  so  that  the  court  will  have  no  recourse 
to  considerations  and  theories  which  might  have  been 
shown  to  be  invalid.  If  the  courts  sustain  the  present 
construction  of  the  renewal  law. 

Third,  let  there  be  a  strong  effort  to  put  a  statute  on 
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the  books  which  will  render  it  impossible  to  renew 
grants,  except  at  stated  periods,  and  under  such  safe¬ 
guards  as  will  prevent  hasty  or  indiscriminate  grants  of 
valuable  franchises. 

Fourth.  The  fifty-year  law  should  be  repealed.  It  is 
dangerous  at  present,  in  that  it  offers  a  fearful  induce¬ 
ment  to  blunders  or  corruption,  or  both.  When  the  city 
is  prepared  to  make  such  a  grant  as  will  be  to  its  real 
and  permanent  advantage,  it  can  secure  such  a  law  as 
may  be  necessary  for  the  purpose.  The  present  law  was 
not  enacted  with  reference  to  the  city’s  advantage  and  is 
not  likely  to  serve  it. 

Fifth.  Let  the  law  concerning  extensions  be  so  amend¬ 
ed  as  to  prevent  the  classing  of  whole  lines,  which  should 
be  open  to  competition,  under  that  head. 

Sixth.  Let  there  be  a  law  under  which  the  city  may 
require  from  those  enjoying  valuable  grants  such  infor¬ 
mation  as  may  be  necessary  to  determine  the  value  of 
those  grants. 

In  closing,  it  may  be  said  that  too  much  emphasis 
cannot  be  laid  upon  the  importance  of  a  wise  solution 
of  this  problem.  The  street  railway,  for  good  or  evil,  is 
most  intimately  connected  with  the  city’s  life.  Munici¬ 
pal  purity,  as  well  as  municipal  progress,  is  involved 
in  the  solution  of  this  problem.  The  attempt  to  reach 
such  a  solution  may  offer  to  municipal  loyalty  and  pride 
that  stimulus  which  is  so  much  needed.  The  effort  to 
gain  for  the  public  benefit  and  use  the  ever  increasing 
income  from  the  use  of  the  city’s  streets  may  summon 
into  activity  what  abstract  principles  have  failed  to 
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arouse, — the  determination  to  have  an  honest,  efficient 
city  government.  And  the  fear  inspired  by  the  danger 
involved  in  a  failure  to  reach  a  proper  solution  may 
arouse  those  who  are  unmoved  by  considerations  of  civic 
pride  or  gain.  On  the  other  hand,  if  the  power  of  the 
corporations  is  suffered  to  increase,  it  may  at  last  cor¬ 
rupt  our  political  life  at  its  very  sources.  Corrupt  local 
government  must  in  the  end  involve  corrupt  national 
government.  We  may  hope  that  we  shall  eventually 
attain  larger  civic  pride,  deeper  sense  of  civic  responsi¬ 
bility,  better  city  government.  But  between  us  and 
that  great  end  lies  the  solution  of  this  problem,  at  once 
typical  in  its  character  and  large  in  its  financial  and  po¬ 
litical  possibilities. 
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PRINCIPAL  OHIO  STATUTES  GOVERNING  STREET  RAILWAY 
GRANTS,  ETC. 

S.  2501.  No  corporation,  individual,  or  individuals  shall  perforin 
any  work  in  the  construction  of  a  street  railroad,  until  application  for 
leave  is  made  to  the  council  in  writing,  and  the  council  by  ordinance 
shall  have  granted  permission,  and  prescribed  the  terms  and  condi¬ 
tions  upon,  and  the  manner  in  which  the  road  shall  be  constructed 
and  operated,  and  the  streets  and  alleys  which  shall  be  used  and  occu¬ 
pied  therefor,  and  the  council  may  renew  any  such  grant  at  its  ex¬ 
piration  upon  such  conditions  as  may  be  considered  conducive  to  the 
public  interest. 

S.  2502.  Nothing  mentioned  in  the  next  preceding  section  shall  be 
done  ;  no  ordinance  or  resolution  shall  be  passed,  and  no  action  invit¬ 
ing  proposals  to  construct  and  operate  such  railroad  shall  be  taken  by 
the  council,  except  upon  recommendation  of  the  board  of  public 
works  in  cities  having  such  a  board,  and  of  the  board  of  improve¬ 
ments  in  other  municipalities  having  such  a  board  ;  and  no  ordinance 
for  the  purpose  specified  in  the  said  preceding  section  shall  be  passed 
until  public  notice  of  the  application  therefor  has  been  given  by  the 
clerk  of  the  corporation  in  one  or  more  of  the  daily  papers,  if  there  be 
such,  and  if  not,  then  in  one  or  more  weekly  papers  published  in  the 
corporation,  for  the  period  of  at  least  three  consecutive  weeks  ;  and  no 
such  grant  as  mentioned  in  said  preceding  section  shall  be  made,  ex¬ 
cept  to  the  corporation,  individual,  or  individuals,  that  will  agree  to 
carry  passengers  upon  such  proposed  railroad  at  the  lowest  rates  of 
fare*,  and  shall  have  previously  obtained  the  written  consent  of  a 
majority  of  the  property  holders  upon  each  street,  or  part  thereof,  on 
the  line  of  the  proposed  street  railroad,  represented  by  the  feet  front 
of  the  property  abutting  on  the  several  streets  along  which  such  road 
is  proposed  to  be  constructed  ;  provided,  that  no  grant  nor  renewal  of 

'The  phrase  “lowest  rates  of  fare”  in  this  section  was  interpreted  by  the  Su¬ 
preme  Court  (29  O.  S.  292)  as  not  meaning  “the  lowest  price  of  commutation 
tickets  in  packages.” 
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any  grant  for  the  construction  or  operation  of  any  street  railroad,  shall 
be  valid  for  a  greater  period  than  twenty-five  years  from  the  date  of  such 
grant  or  renewal  ;  and  after  such  grant  or  renewal  of  a  grant  is  made, 
whether  by  special  or  general  ordinance,  the  municipal  corporation 
shall  not,  during  the  term  of  such  grant  or  renewal,  release  the  gran¬ 
tee  from  any  obligation  or  liability  imposed  by  the  terms  of  such 
grant  or  renewal  of  a  grant.  (Mar.  20,  1884  ;  Si  Ohio  Laws,  p.  66.)* 

S.  2503.  Before  any  street  railroad  shall  be  constructed  on  any 
street  less  than  thirty-six  feet  in  width,  with  a  roadway  of  thirty-five 
feet  or  under,  the  council  shall  provide  that  the  crown  of  the  street 
shall  be  made  a  nearly  flat  uniform  curve,  from  curb  to  curb,  without 
dirched  gutters,  and  in  such  manner  as  to  give  all  wheeled  vehicles 
the  full  use  of  the  roadway  up  to  the  face  of  the  curb,  after  the  plan 
of  the  streets  in  the  cities  of  Philadelphia  and  New  York.  And  on 
any  street,  whenever  the  tracks  of  two  street  railroads  or  of  a  street  rail¬ 
road  and  a  steam  railroad  cross  each  other  at  a  convenient  grade,  the 
crossings  shall  be  made  of  crossing-frogs  of  the  most  approved  pat¬ 
tern  aud  materials,  and  kept  up  and  in  repair  at  the  joint  expense  of 
the  compauies  owning  said  tracks.  (Apr.  20,  18S1  ;  78  v.  296). 

S.  2504.  (As  amended  Apr.  21,  1890.  87  v.  246):  The  council  may 
require  any  part  or  all  of  the  tr.ack  between  the  rails  of  any  street  rail¬ 
road,  constructed  within  the  corporate  limits,  to  be  paved  with  gravel, 
bowlders,  or  the  Nicholson  or  other  wooden  pavement,  as  may  be 
deemed  proper  ;  but  without  the  corporate  limits,  paving  between  the 
rails  with  stone,  bowhlers,  or  the  Nicholson  or  other  wooden  or  as¬ 
phaltic  pavement  shall  not  be  required  ;  provided  that  in  cities  of  the 
second  grade  of  the  first  class  (Cleveland)  the  council  may  require  of 
any  street  railroad  company  to  pave  and  keep  in  constant  rei)air  six¬ 
teen  feet  for  a  double  track  or  seven  feet  for  a  single  track,  all  of 
which  pavement  shall  be  of  the  same  material  as  the  balance  of  the 
street  is  paved  with.  (66  v.  217,  sec.  414). 

S.  2505.  The  council  of  any  city  or  village  may  grant  permission 
by  ordinance  to  any  corporation,  individual,  or  company  owning,  or 
having  the  right  to  construct,  any  street  railroad,  to  extend  their 
track,  subject  to  the  provisions  of  sections  3437, 3438,  3439. 344o,  344*. 
3442,  and  3433,  on  any  street  or  streets  where  the  council  may  deem  such 

iThis  section  was  amended  Apr.  24,  1892,  (88  v.  389)  to  permit  grant  for  fifty 
years  in  cities  of  the  second  grade  of  the  second  class,  which  does  not  affect 
Cleveland. 
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extensions  beneficial  to  the  public  ;  and  ■when  any  such  extension  is 
made,  the  charge  for  carrying  passengers  on  any  street  railroad  so  ex¬ 
tended,  and  its  connections  made  with  any  other  road  or  roads,  by 
consolidation  under  existing  laws,  shall  not  be  increased  by  reason  of 
such  extension  or  consolidation.  (Mar.  9,  iSSo;  77  v.  43). 

S.  2505a.  Any  corporation  or  company  organized  for  street  railway 
purposes  may  lease  or  purchase  any  street  railroad  or  street  railroads, 
or  railroad  operated  as  a  street  railroad,  by  electric,  cable,  or  other 
rapid  transit  motive  power,  or  incline  plane  railroad  or  railroads,  togeth¬ 
er  with  all  the  property,  real,  personal  and  mixed,  and  all  the  franchises, 
rights  and  privileges  respecting  the  use  and  operation  of  such  railroad 
or  railroads  situated  or  existing  in  whole  or  in  part  within  this  state, 
constructed  and  held  by  any  other  corporation  or  compan)-,  cor¬ 
porations  or  companies,  the  latter  being  hereby  vested  with  power  to 
let  or  sell  upon  such  terms  and  conditions  as  may  be  agreed  upon  be¬ 
tween  the  corporations  or  companies  ;  and  any  two  or  more  of  such 
corporations  or  companies  may  enter  into  any  arrangements  for  their 
common  benefit  consistent  with  and  calculated  to  promote  the  busi¬ 
ness  for  which  they  were  created.  No  such  lease  or  purchase  shall  be 
effected  until  a  meeting  of  the  stockholders  of  each  of  the  companies 
has  been  called  for  that  purpose  by  the  directors  thereof,  on  thirty  (30) 
days  notice  to  each  stockholder,  at  such  time  and  place  and  in  such 
maimer  as  is  provided  for  usual  meetings  of  the  companies,  and 
holders  of  at  least  two-thirds  of  the  stock  of  each  company,  in  person 
or  by  proxy  at  such  meeting,  or  any  properly  adjourned  meeting, 
assent  thereto.  Provided,  that  any  stockholder  who  refuses  to  assent 
to  such  lease  or  sale,  and  signifies  the  same  in  writing  to  the  lessee  or 
purchaser  within  ninety  days  thereafter,  shall  be  entitled  to  demand 
and  receive  compensation  in  the  manner  provided  for  the  compensa¬ 
tion  of  stockholders  in  sections  3302,  3303,  and  3304  of  the  revised 
statutes  ;  and  the  said  sections  are  adopted  and  made  to  be  part  of  this 
section.  And  any  such  corporation  or  company  may  purchase  and 
own  all  or  any  part  of  the  capital  stock  of  any  such  corporation  or 
company  in  this  or  adjoining  states,  whose  lines  or  authorized  Hues  or 
road  intersect  or  connect  with  the  route  or  lines  of  the  corporation  or 
company,  making  such  purchases.  (Apr.  22,  1896). 

S.  2505b  Whenever  the  lines  or  authorized  Hues  of  road  of  any 
street  railroad  coporatiou  or  companies  meet  or  intersect,  or  whenever 
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any  such  line  of  any  street  railroad  corporation  or  company  and  tlist 
of  any  inclined  plane  railway  or  railroad  company  or  corporation  or 
any  railroad  operated  by  electricity  or  other  means  of  ra])id  transit, 
may  be  conveniently  connected,  to  be  operated  to  mutual  advantage, 
such  corporations  or  companies  or  any  two  or  more  of  them,  are  here¬ 
by  authorized  to  consolidate  themselves  into  a  snigle  corporation  ;  or 
whenever  any  line  of  road  of  any  street  railroad  company  or  corpora¬ 
tion  organize;!  in  this  state  is  made,  or  is  in  process  of  construction 
to  the  boundary  line  of  the  state,  or  to  any  point  either  within  or 
without  the  state,  such  corporation  or  company  may  consolidate  its 
capital  stock  with  the  capital  stock  of  any  corporation  or  company, 
or  corporations  or  companies,  in  an  adjoining  state,  the  line  or  lines 
of  whose  roads  have  been  met,  or  are  in  process  of  construction  to  the 
same  point  or  points,  in  the  same  manner  and  with  the  same  effect  as 
provided  for  the  consolidation  of  railroad  companies  in  sections  3381 
to  3392  inclusive  of  the  Revised  Statutes,  and  any  and  all  acts  amend¬ 
atory  and  supplementary  to  said  sections,  and  each  of  them  ;  and  the 
said  sections  including  those  so  anieuded  and  supplementary  are 
adopted  and  made  part  of  this  section.  (Apr.  22,  1896). 

S.  2505(1.  Whenever  it  is  proposed  to  bring  any  two  or  more  lines 
of  road  within  the  control  or  ownership  of  one  corporation  or  com¬ 
pany  under  and  in  pursuance  of  either  section  2505a,  or  2505b,  which 
roads  are  held  and  operated  under  grants  providing  different  terms 
and  conditions,  it  shall  be  competent  for  the  board  of  administration 
in  any  city  of  the  first  grade  of  the  first  class  (Cincinnati)  and  for  the 
council  or  other  legislative  body  of  any  other  municipal  corporation 
to  agree  with  the  corporation  or  company  so  acquiring  control  or  own¬ 
ership  that  such  terms  and  conditions  shall  be  and  remain  unchanged 
as  they  are  in  each  of  the  grants  under  which  said  several  lines  of  road 
are  operated,  on  condition  that  said  railroad  company  or  companies 
shall  provide  or  extend  a  system  for  transferring  passengers  from  line 
to  line  going  in  the  same  general  direction,  and  such  other  transfers 
as  shall  be  satisfactory  to  said  board  of  administration  or  council,  or 
other  legislative  body  ;  and  provided,  further,  that  no  fare  for  children 
will  be  charged  upon  any  of  said  routes  in  excess  of  the  minimum 
fare  for  children  over  either  of  such  separate  routes  j)rior  to  such  con¬ 
solidation  or  purchase  ;  and  provided  further  that  for  a  continuous  ride 
in  the  same  general  direction  over  the  lines  of  such  comsolidated  com¬ 
pany,  within  any  municipal  corporation,  no  fare  greater  than  five  cents 
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shall  be  charged ;  or,  in  lieu  of  the  foregoing,  it  shall  be  competent  in 
all  such  cases  forthe  board  of  administration  in  any  such  city  of  the  first 
grade  of  the  first  class,  and  for  the  council  or  other  legislative  body  of 
ail)'  other  municipal  corporation  to  extend  the  time  of  each  of  said 
grants  and  franchises  for  such  periods  as,  together  with  the  unexpired 
term  of  such  existing  grant  or  franchises,  shall  not  exceed  the  period 
of  fifty  years  from  and  after  the  passage  of  this  act ;  provided,  the 
company  so  acquiring  control  and  ownership  of  said  roads  will  agree 
to  such  changes  and  niodificatioiis  in  the  existing  terms  and  conditions 
of  said  grants  or  franchises,  iticludiug  motive  power,  extensions, 
changes  and  revisions  of  routes,  and  including  also  the  above  men* 
tioned  rates  of  fare  for  children,  and  transfer  system,  and  such  other 
changes  as  to  rates  of  fare  and  transfers  as  will  make  the  terms  and 
conditions  applicable  to  all  said  roads  or  lines  satisfactory  to  said 
boanl  of  administration  or  legislative  body ;  atid  provided  further, 
that  no  increase  of  fare  shall  be  allowed  in  any  case,  and  no  decrease 
shall  be  allowed  in  any  case,  of  car  license  fees  or  percentage  tax  on 
gross  earnings  now  required  to  be  paid.  And  provided  further  that  the 
municipal  corporation  in  which  such  street  railroad  is  situated  shall 
have  the  power  at  the  end  of  twenty  years  from  the  passage  of  this  act, 
and  every  fifteen  years  thereafter,  to  fix  the  rates  of  fare,  carlicense  fees, 
percentage  tax  on  gross  earnings,  transfers,  and  all  other  terms  and 
conditions  on  which  such  railroad  is  operated  in  said  city.  The  said 
terms  shall  be  fixed  by  the  board  of  admini.stration  if  there  be  such 
board,  and  if  there  be  none  then  by  the  council  or  legislative  body  of 
the  muncipal  corporation,  and  must  be  approved  and  confirmed  in  the 
manner  which  at  the  time  may  be  required  for  their  acts  of  such  munic¬ 
ipal  corporation.  Notice  of  the  time  and  place  when  such  regulations 
shall  be  fixe<l  shall  be  given  by  public  notice  in  two  daily  newspapers 
of  general  circulation  in  such  city,  and  the  hearing  of  the  same  shall 
be  open  and  public,  and  the  terms  there  fixed  shall  be  equitable  ac¬ 
cording  to  the  then  cost  of  carrying  passengers.  Should  the  parties 
not  agree  as  to  whether  said  terms  are  equitable,  the  same  may  be 
submitted  to  the  adjudication  of  a  court  of  competent  jurisdiction  in  a 
suit  brought  by  the  company  to  enjoin  the  municipal  corporation 
from  enforcing  the  terms  so  fixed.  (Apr.  22, 1S96). 

S.  3137.  Street  railways  with  single  or  double  tracks,  side  tracks, 
and  turn-outs,  may  be  constructed  or  extended  within  or  without,  or 
partly  within  and  partly  without,  any  municipal  cor|)oration  or  uniu- 
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corporated  village  ;  and  offices,  depots  and  other  necessary  buildings 
for  such  railways  may  be  constructe<l.  (67  v.  105). 

S.  3438.  The  right  so  to  construct  or  extend  such  railway  within 
or  beyond  the  limits  of  a  municipal  corporation  can  be  granted  only 
by  the  council  thereof,  by  ordinance,  and  the  right  to  construct  such 
railway  within  or  beyond  the  limits  of  an  unincorporated  village  can 
be  granted  only  by  the  county  commissioners,  by  order  entered  on 
their  journal ;  and  after  such  grant  or  renewal  of  any  grant  shall  have 
been  made,  whether  by  general  or  special  ordinance,  or  by  order  of 
the  county  commissioners,  neither  the  municipal  corporation  nor  the 
county  commissioners  shall  release  the  grantee  from  any  obligations 
or  liabilities  imposed  by  the  terms  of  said  grant  or  renewal  of  a  grant 
during  the  term  for  which  said  grant  or  renewal  shall  have  been  made. 
Provided,  that  no  authority  shall  be  given  by  such  municip.il  or  coun¬ 
ty  authorities  to  occupy  the  track,  whether  single  or  double,  or  other 
structure,  of  any  existing  street  railways  for  more  than  one-eighth  of 
the  entire  distance  between  the  termini  of  the  route,  as  actually  con¬ 
structed,  operated,  and  run  over,  of  the  company  or  individual  to 
whom  such  grant  is  made ;  except,  however,  in  granting  permission 
to  extend  existing  routes  in  cities  of  the  first,  second  and  third  grade 
of  the  first  class,  and  first  grade  second  class,  such  cities,  and  the  com¬ 
panies  owning  such  route,  shall  have  the  same  rights  and  powers  they 
have  under  the  laws  and  contracts  now  existing  ;  and  that  no  exten¬ 
sion  of  any  street  railroad  located  wholly  without  any  such  city,  or  of 
any  street  railroad  wherever  located,  which  has  been  or  shall  be  built 
in  pursuance  of  a  right  obtained  from  any  source  or  authority  other 
than  a  municipal  corporation,  shall  be  made  within  the  limits  of  such 
city,  except  as  a  new  route,  and  subject  to  the  previous  sections,  2501 
and  2502.  (April  18,  1883  ;  80  v.  174). 

S.  3439.  No  grant  shall  be  made  until  there  is  produced  to  the 
council  or  the  commissioners,  as  the  case  may  be,  the  written  con¬ 
sent  of  the  owners  of  more  than  one-half  of  the  feet  front  of  the  lots 
and  lands  abutting  on  the  street  or  public  way,  along  which  it  is  pro¬ 
posed  to  construct  such  railway  or  extension  thereof ;  and  the  pro¬ 
visions  of  sections  2501,  and  of  2503  to  2505  inclusive,  so  far  as  they 
are  applicable,  shall  be  observed  in  all  respects,  whether  the  railway 
proposed  is  an  extension  of  an  old,  or  the  granting  of  a  new  route  ; 
provided,  that  this  act  shall  not  apply  to  any  county  containing  a  city 
of  the  second  grade  of  the  second  class.  (Apr.  18,  1883  ;  80  v.  175). 
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S.  3440.  When  the  council  or  commissioners  make  such  grant,  the 
company  or  person  to  whom  the  grant  is  made  may  appropriate  any 
property  necessary  therefor  when  the  owner  fails  to  waive  his  claim 
to  damages  by  reason  of  the  construction  and  operation  of  the  railway. 

. in  counties  containing  a  city  of  the  second  grade  of  the  first 

class  (Cleveland)  the  power  to  appropriate  may  be  exercised  as  here¬ 
inbefore  provided,  for  the  purpose  of  constructing  a  street  railway 
along  a  highway  occupied  by  a  turnpike  or  plank  road  company, 
when  the  person,  persons,  or  company  authorized  to  construct  such 
street  railway  cannot  agree  with  such  turnpike  or  plank  road  com¬ 
pany  upon  the  terms  and  conditions  upon  which  such  turnpike  un¬ 
necessarily  interfere  with  the  reasonable  use  of  such  highway  by  such 
turnpike  or  plank  road  company  ;  provided  nothing  herein  contained 
shall  affect  the  rights  of  th.e  property  owners  to  give  or  withhold  their 
consent  concerning  the  right  of  way  for  street  railroads  upon  any 
street  or  road.  (Apr.  16,  1S92  ;  89  v.  349). 

S.  3441.  If  the  public  road  along  which  the  railway  is  to  be  con¬ 
structed  is  owned  by  a  person  or  company,  or  is  within  the  control  or 
management  of  the  board  of  public  works  or  other  public  officer, 
such  person,  company,  or  officer  may  agree  with  the  person  or  com¬ 
pany  constructing  the  railway  as  to  the  terms  and  conditions  upon 
which  the  road  may  be  occupied.  (67  v.  10,  sec.  i). 

S.  3442.  Providing  form  of  proceedings  in  appropriation  cases. 

S.  3443.  The  council,  or  the  commissiojiers,  as  the  case  may  be, 
shall  have  the  power  to  fix  the  terms  and  conditions  upon  which  such 
railways  may  be  constructed,  operated,  and  consolidated.  (67  v., 
sec.  i.;66v.  140,  sec.  i). 

3443a.  Provides  for  watchman  at  street  crossings  where  street  rail¬ 
ways  are  operated  by  electricity,  cable,  compressed  air,  or  any  other 
motive  power  other  than  horses  or  mules. 

Act  of  Mar.  19,  1S96,  (II.  B.  293).  Requires  from  street  railway 
companies  annual  reports  of  gross  earnings,  and  provides  for  an  excise 
tax  of  one-half  of  one  per  cent,  thereon,  this  tax  to  go  into  the  general 
fund  of  the  state. 
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GRANTS  BY  TUB  CITY  COUNCIt,  TO  THE  STREET  RAILWAY 
COMPANIES. 

To  the  Broadway  &  Newburgh  Street  Railroad  Company. 

1873,  Aug.  26.  Original  grant  for  twenty  years  ;  double  track  in 
Broadway  from  intersection  of  Kinsman  (Woodland  Ave.),  (G  6)' 
southeasterly  to  city  limits  (Union  street  J  8). 

1874,  July  14.  Extension  from  intersection  with  Kinsman  Street 
(Woodland  Ave. )  Railroad  (G  6)  northwesterly  along  Broadway  to 
Ontario,  to  Public  Square  (F5),  around  southwest  side  of  square 
southwesterly  to  Superior,  to  Water  (F  6). 

1875,  July  27.  Extension  on  Broadway  from  Union  (J  8)  south¬ 
easterly  to  Mechanic  (Milei  Park  street),  (K  9). 

1S83,  Oct.  16.  Extension  on  Broadway  from  Mechanic  (Miles  Park 
street)  southeasterly  to  Miles  avenue  (K  9). 

1886,  Sept.  24.  Extension  on  Davis  street,  from  Broadway  (H  7) 
northerly  to  Kingsbury  Run  viaduct  (11  6). 

1886,  Oct.  8.  Extension  northerly  over  Kingsbury  Run  viaduct 

(H6). 

1886,  Dec.  17.  Extension  on  Orange  street  from  Broadway  (G  6) 
southeasterly  to  Humboldt  (H  6). 

1887,  Jan.  10.  Extension  on  Humboldt  from  Orange  street  south¬ 
erly  to  Kingsbury  Run  viaduct  (H  6). 

1887,  Sept.  9.  Extension  on  Petrie  street  (H  7)  from  Broadway 
south  to  Fleet  (H  8),  westerly  to  Independence  (H  8)  to  Hugo,  toBe- 
yerle,  to  Sykora. 

1889,  July  I.  Renewal  for  twenty-five  years  and  permission  to  use 
electricity. 

1889,  Sept.  23.  Extension  on  Fleet  (H  8)  east  to  Tod  (J  8)  south  to 
Fremint  (J  9),  east  to  Brecksville  road  (Marcelline  avenue),  south  to 
Harvard  (J  K  9),  east  to  Woodland  Hills  avenue  (K  9),  north  to 
Union  (K  8),  west  to  Broadway,  (J  8). 

1889,  Oct.  21.  Extension  on  Miles  avenue  (K  9)  from  Broadway 
east  to  city  limits. 

>  All  references  are  to  map  of  Cleveland,  Appendix  A. 
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1890,  July  7.  Extension  from  Superior  on  Bank  (F  5)  north  to  St. 
Clair,  west  to  Water,  south  to  Superior. 

1890,  July  21.  Extension  from  tracks  on  Broadway  at  Liberal 
street  (G  6)  east  on  Pittsburg  (G  H  6),  and  Kingsbury  Run  viaduct 
extension,  to  tracks  on  Humboldt  street  (H  6). 

1893,  M.ay  29.  This  company  became  part  of  the  Cleveland  Elec¬ 
tric  Railway  Company. 

Grants  to  the  Brooklyn  Street  Railroad  Company. 

1869,  Dec.  7.  Original  grant  for  twenty  years  ;  Pearl  street  from 
center  of  Lorain  (F  6),  south  to  city  limits,  (Frame  street  F  8). 

1881,  May  16.  Extension  over  tracks  of  West  Side  Street  Railroad 
on  Pearl  from  Lorain  (F  6),  north  to  viaduct  and  across  viaduct. 

1882,  Apr.  6.  Cross-track  connection  on  Superior  street  (F  6). 

1882,  Nov.  6.  Extension  on  Clark  Avenue  from  Pearl  (F  7)  west  to 
C.  C.  C.  &  I  R.  R.  tracks  (E  7). 

1883,  Mar.  12.  Extension  from  east  end  of  Viaduct  (F  6)  east  to 
Woodland  Cemetery  (J6)  along  Scoville  Avenue.  Council  reserved 
‘the  right  to  hereafter  increase  or  diminish  the  rate  of  fare  as  it  may 
deem  justifiable  and  expedient.’ 

1884,  Nov.  17.  Extension  on  Willson  Avenne  from  Scoville  (H  6) 
south  to  Broadway  (H  8). 

1885,  Jan  26.  Renewal  of  grant  for  twenty-five  years. 

1887,  Nov.  14.  Extension  on  Abbey  from  Lorain  (F  6)  east  to 
Central  viaduct,  over  viaduct ;  also  in  Jennings  south  to  Fairfield 
(F  7)  east  to  Pelton,  to  Profes.sor  (G  7),  southeast  to  Jefferson,  south¬ 
east  to  Starkweather. 

1887,  Sept.  9.  Extension  from  Broadway  and  Willson  (H  8)  west 
through  Hamm  to  Petrie,  south  to  Huck  (11  8),  west  to  Athey,  west 
to  Independence,  northwest  to  Hugo  (H  8). 

1889,  Mar.  22.  Right  to  use  electricity. 

1889,  Aug.  19.  Tracks  in  Diamond  Park  Alley  ( J  7). 

1890,  July  7.  Joint  extension  from  Batik,  southwest  to  Water  on 
St.  Clair  (F  5). 

1886,  July  16.  Extension,  jointly  with  East  Cleveland,  on  Water, 
Lake  and  Bank  (F  5). 

1893,  May  29.  This  company  became  a  part  of  the  Cleveland  Elec¬ 
tric  Railway  Company, 
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Grants  to  the  Cleveland  City  Cable  Railway  Company. 

This  company  was  the  result  of  a  consolidation  of  the  Superior 
Street  Railroad  Company  and  the  St.  Clair  Street  Railroad  Company, 
which  took  place  some  time  between  July  i,  1S89,  and  January  i, 
1890.  There  is  no  record  of  any  authority  granted  by  Council  for  this 
consolidation. 

1890,  Jan.  13.  Extension  on  St.  Clair  street,  from  Becker  (J  3) 
northeast  to  Ansel  ;  also  on  Superior,  from  E-  Madison  (J  4)  east  to 
city  limits. 

1890,  Mar.  17.  Extension  across  Doan  (K  4)  south  into  Wade 
Park.  (This  was  prevented  by  the  courts.) 

1891,  June  22.  Extetision,  double  track  on  Hough  (K  5)  to  south¬ 
erly  side  of  same,  across  Ansel  to  easterly  line. 

1893,  Jan.  16.  Right  to  use  electricity  on  any’,  or  on  parts,  of  lines 
or  extensions. 

1893,  May  15.  This  company  was  authorized  to  consolidate  with 
the  Woodland  Avenue  &  West  Side  Company,  as  part  of  the  Cleve¬ 
land  City  Railway  Company. 

Grants  to  the  Cleveland  City  Railway  Company.  (Consisting  of 
Superior,  St.  Clair,  and  Woodland  Avenne  &  ll'est  Side.) 

1893,  May  15.  Consolidation  under  above  title  authorized. 

1893,  July  3.  Extension  of  double  track  on  P>ie  frotn  Superior 
northwest  to  St.  Clair  (F  5). 

1893,  July  17.  Additional  track  on  South  Woodland  (K  6)  between 
Southern  and  Corwin  streets  ;  also  double  track  extension  from  Cor¬ 
win,  southeast  to  Woodland  Hills  (K  7);  grant  to  expire  Jan.  i6,  1910. 

1893,  Mar.  12.  Extension  on  Ansel  from  Superior  to  city  limits  at 
St.  Clair. 

1894,  Feb.  19.  Joint  extension  on  Willson,  from  Woodland  (J  6) 
north  to  Lexington  (J  5),  and  from  Payne  to  northerly  terminus;  to 
expire  July  i,  1914. 

Grants  to  the  Cleveland  Electric  Railway  Company.  ( Composed  of 
Broadway  <2f  Newburgh,  East  Cleveland,  Brooklyn,  and  South 
Side  Companies.) 

1893,  May  29.  Consolidation  of  companies  under  above  name 
authorized  by  resolution  of  the  Council. 
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1893,  July  17.  Extension  on  Prospect  from  Erie  (G  5)  west  to 
Ontario ;  extension  on  Seneca  (F  5)  from  Superior  to  Lake,  east  to 
Ontario  (F  5),  to  center  of  Public  Square. 

1S94,  Feb.  19.  Joint  extension  on  Willson  from  Scoville  (J  6) 
north  to  Perkins  ( J  5),  aud  from  Hough  (J  5)  to  northerly  terminus 
of  Willson  (J  3) ;  expire  July  i,  1914. 

1S94,  Apr.  30.  Extension  on  Burton  from  Clark  (E  8),  south  to 
city  limits ;  double  track  ;  expire  July  13,  1913. 

1S94,  June  25.  Extension,  double  track  on  Quincy  (L  6)  from 
present  tracks  west  to  Willson  ;  abandoned  New  street ;  terminating 
at  Quincy. 

1895.  Aug.  19.  Extension  on  Broadway  from  Mills  Avenue  (K  9) 
southeast  to  Woodland  Hills  Avenue,  and  across  Gates  and  McCon¬ 
nell. 

1895,  Oct.  21.  Extension  on  Euclid  from  Carabelli  Street  (L  4) 
northeast  to  city  limits  ;  expire  July  i,  1914. 

Grants  to  the  East  Clevetand  Railroad  Company. 

1859,  Nov.  I.  Original  grant  by  resolution,  for  twenty  years  from 
Sept.  20,  1859;  on  Prospect  from  Erie  (G  5)  cast  to  Willson  (J  5) 
north  to  Euclifl. 

i36o,  July3i.  Extension  on  Euclid  from  Willson  (J  6)  west  to 
Case,  over  Case  to  Prospect  (H  5) ;  also  on  Euclid  from  Case  to  Hud¬ 
son  (Sterling  Avenue),  to  Prospect. 

1879,  Sept.  15.  Renewal  for  twenty  five  ye.ars.  Council  reserved 
right  “to  increase  or  diminish  the  rate  of  fare.” 

1882,  I'eb.  20.  Pixteusion  from  Prospect  over  Hayward  to  Cedar 
(H  5),  east  over  Cedar  to  Fairniount  (L  5) ;  route  to  be  changed  from 
Hayward  to  Perry  (G  5). 

18S3,  .-Vpr.  4.  Extension  on  Euclid  from  Willson  (J  6)  east  to 
Faimiouiit  (L  5).* 

1884,  July  21.  Extension  on  Cedar  from  Fairmount  (L  5)  east  to 
Doan  Brook. 

1886,  .Mar.  15.  Extension  on  Euclid  from  Fairmount  (L5)  east  to 
city  limits  (near  Rosedale  L  5).’ 

'  On  Scjit.  7,  1870,  this  company  received  from  the  village  of  East  Cleveland  a 
grant  over  this  same  territory. 

*  On  Oct.  21,  1872,  this  company  secured  a  grant  from  the  village  of  East  Cleve. 
land  for  a  line  over  this  same  territory  for  twenty-five  years. 
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1886,  July  16.  Extension  on  Water,  Lake  and  Bank  (F  5). 

1888,  Feb.  24.  Double  track  on  Cedar  from  Perry  (G  5)  to  Willson 

(J  5). 

1 888,  July  13.  Permission  to  use  electricity  east  of  Willson  (J  6) 
oil  Euclid  ;  aiul  east  of  C.  &  P.  R.  R.  on  Cedar  (J  5)  to  point  15CX)  feet 
from  Fairmount  (L  5) ;  to  be  extended  over  entire  line  when  required 
by  Council.  Renewal  for  twenty-five  j-ears  on  Main  and  Cedar  lines. 

1889,  Apr.  12.  Extension  on  Case  from  Euclid  north  to  Perkins  (H 
5),  east  to  Willson  (J  5),  north  to  Ilouth  (J  5),  east  to  Dunham  (J  5), 
north  to  Wade  Park  Avenue  (J  4),  east  to  city  limits  (L  4). 

1890,  July  7.  Joint  extension  on  St.  Clair  from  Bank  to  Water  (F  5). 

1893,  May  29.  This  company  became  part  of  the  Cleveland  Elec¬ 
tric  Railway  Company. 

Grants  to  the  East  Cleveland  Railroad  Company  for  its  Garden  Street 
{Central  Avenue)  Branch, 

1868,  Jan.  14.  Original  grant  by  resolution  of  Council,  for  twenty 
years,  on  Brownell  from  Prospect  southeast  to  Garden  (G  5),  on  Garden 
east  to  Willson  (J  6),  including  right  to  use  the  main  East  Cleveland 
from  Prospect  and  Brownell  (G  5)  to  its  westerly  terminus  in  Superior 
street  (F  6). 

1876,  May  23.  Extension  on  Garden  east  to  Baden  (J  6),  south  to 
Quincy,  to  New,  to  Garden. 

1880,  Mar.  I.  Extension  from  Baden  and  Quincy  (J  6)  along  Quincy 
east  to  Lincoln  (K  6).  Renewal  for  twenty-five  years. 

1885,  Feb.  9.  Extension  from  Quincy  and  Lincoln  (K  6)  along 
Quincy  east  to  Woodland  Hills  (L  6). 

1887,  July  17.  Extension  on  Garden  from  Baden  (J  6)  east  to  Lin¬ 
coln  (K  6). 

1890,  Mar.  10.  Right  to  use  electricity. 

1891,  Mar.  30.  Additional  track  on  Central  from  Willson  (J  6)  east 
to  C.  &  P.  R.  R.  (J  6). 

1891,  Apr.  20.  Additional  track  on  Quincy  from  New  street  (J  6) 
east  to  Woodland  Hills  (L  6),  to  connect  with  tracks  on  New  street. 
Grants  to  the  Kinsman  (  Woodland  Avenue)  Street  Railroad  Com¬ 
pany, 

1859,  Oct.  25.  Original  grant,  by  resolution  of  Council,  for  twenty 
years  from  Sept.  20,  1859,  for  single  track  line  on  Kinsman  (Woodland 
Avenue)  from  Willson  (J  6)  northwest  to  Erie  (G  6),  northwest  to  Su- 
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perior,  to  east  line  of  Public  Square,  around  north  side  of  Square  to 
Superior,  to  Bank,  to  Wall,  to  Bath  (Front). 

i860,  June  12.  Abandoned  route  on  Erie  and  Superior  (G  5)  around 
north  side  of  Public  Square ;  {'ranted  route  from  east  line  of  Erie 
northwest  along  Kinstnaii  (G  6),  Pittsburgh,  Ontario,  (F  6)  and  Su¬ 
perior  to  west  side  of  Squaie. 

i860,  June  26.  Abandoned  route  on  Bank  and  Wall ;  granted  route 
on  Superior  from  Bank  to  Water  (F  6). 

1879,  .'\ug.  25.  Renewal  for  twenty-five  years  from  Sept.  20.  Coun¬ 
cil  reserved  right  to  reduce  fares. 

1883,  May  4.  Extension  on  Woodland  from  C.  &  P.  southeast  to 
Corwin  (K  6). 

No  grant  from  Willson  to  C.  &  P.  R.  R.  on  Woodland,  on  record. 

1885,  Feb.  16.  This  company  was  authorized  to  consolidate  with 
the  West  Side  Street  Railway  Company. 

Grants  to  the  South  Side  Street  Railroad  Company. 

1874,  June  16.  Original  grant  for  twenty  years;  from  Seneca  be¬ 
tween  Superior  and  Frankfort  Place  (F  5)  southeast  to  Scranton,  south 
to  Jennings  (F6)  to  city  limits  (Aikiii  street  F  8). 

1875,  Nov.  9.  Extension  on  Fairfield  from  Jennings  (F  7)  east  to 
Professor,  to  Jefferson. 

18S8,  Oct.  5.  Ri{{^d  to  electricity.  Renewal  for  twenty-five 
years.  Extension  in  Jennings  from  Holmden  (F  8)  north  to  central 
viaduct  (F  6),  over  viaduct  to  connect  with  Brooklyn  tracks  at  corner 
of  Ohio  and  Central  Place  (G  6)  to  tracks  at  Wooodland  and  Broad¬ 
way. 

1889,  Feb.  I.  Extension  on  Clark  Avenue  from  Jennings  (F  7)  west 
to  Pearl,  along  Pearl  to  city  limits. 

1889,  Sept.  16  Extension,  double  track,  in  Seneca  from  Frankfort 
(F  5)  to  Scranton  (F  6),  south  on  Scranton  to  Vega  (F  7). 

1889,  Oct.  21.  Terminus  changed  from  Vega  to  Clark. 

1893,  May  29.  This  company  became  part  of  the  Cleveland  Electric 
Railway  Company. 

Grants  to  the  St.  Clair  Street  Railroad  Company. 

1863,  June  9.  Original  grant  for  twenty  years,  from  west  side  of 
Public  Square  (F  5)  to  Superior,  to  north  side  of  Square,  around  to 
Superior,  to  Erie,  to  St.  Clair  (F  5)  east  to  Willson  (J  5). 
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1869,  Oct.  19.  Extension  on  St.  Clair  from  Case  (II  4)  east  to  Will- 
son  (J  4).  Renewal  for  twenty  years. 

1877,  Apr.  16.  Extension  on  Ontario  from  St.  Clair  (E  5)  south  to 
north  line  of  street  bonnilinj;  Public  Square  on  the  south.  (This 
grant  contains  a  reference  to  “  that  portion  of  the  main  line  between 
Ontario  and  Water,”  but  there  is  no  record  of  such  grant  having  been 
made). 

1885,  Jan.  5.  Renewal  for  twenty-five  years  on  St.  Clair  from  Water 
to  Becker  (J  3). 

1888,  July  9.  Extension  over  the  East  Cleveland  Brooklyn  Compa¬ 
nies  through  Water  and  Superior  (E  5)  to  Bank,  to  St.  Clair. 

1889,  July  I.  Authority  to  use  cable. 

During  the  latter  part  of  1889,  this  company  was  codsolidated  with 
the  Superior  Street  Railway  Company  to  form  the  Cleveland  City 
Cable  Railway  Company. 

Grants  to  the  Superior  Street  Railtuay  Company. 

1874,  March  10.  Original  grant  for  twenty  years,  double  track, 
Superior  from  Public  Square  to  Willson  (J  4). 

1874,  Sept.  I.  Extension  on  Superior  from  Willson  (J  4)  east  to 
East  Madison. 

1877,  Feb.  19.  Extension  on  Superior  from  east  side  of  Public 
Square  to  west  side  of  same. 

1883,  Aug.  13.  Extension  on  Payne  Avenue  from  Superior  (G5) 
east  to  Willson  (J  4),  on  Willson  to  Lexington,  to  Ehist  Madison. 

1885,  Jan.  26.  Renewal  of  grant  for  twenty-five  years. 

18S5,  Dec.  14  Extension  of  Payne  .A.venue  line  on  East  Madison 
(J  4)  from  Lexington  to  Hough  (K  5),  east  to  Ansel. 

1888,  July  27.  Joint  use  of  tracks  in  Superior  from  Public  Square 
to  Water. 

18S9,  June  17.  Right  to  use  cable. 

1889,  July  I.  Extension  in  Water  Street  from  Superior  (E5)  to 
Union  Depot. 

1889,  date  uncertain.  This  company  was  united  by  consolidation 
with  the  St.  Clair  Street  R.ailroad  Company,  to  form  the  Cleveland 
City  Cable  Railway  Company. 
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Grants  to  the  West  Side  Street  Railway  Company. 

1863,  Feb.  10.  Amended  May  5.  Original  grant,  no  specified 
time;  Seneca  from  Superior  south  to  Champlain  (F  6),  southwest  to 
Vineyard  (S,  Water  F  6),  to  Center,  over  C.  C.  C.  &  I.  R.  R.  (F  6) 
Canal  Bridge  and  Center  Street  Bridge,  along  Center  west  to  Detroit 
(F  6),  soutliwest  to  Kentucky  (K  6),  south  to  Harbor  (E  7),  south 
to  Lorain,  northeast  to  I’earl  (F  7),  north  to  Detroit  (F  6). 

1S76,  May  23.  Six  cent  fare  authorized  ;  twenty  tickets  for  a  dol¬ 
lar. 

1878,  Oct.  21.  Extension  on  Superior  to  Public  Square. 

1879,  Fel».  24.  Five  cent  fare. 

1879,  Mar.  17.  Extension  on  Pearl  from  Detroit  (F6),  south  to 
Franklin,  double  track. 

1879,  June  2.  Extension  on  Lorain  from  Pearl  (F  6),  southwest  to 
Gordon  (D  7). 

1880,  Jan.  26.  Extension  over  Viaduct  (F  6). 

i83o.  Sept.  6.  Extension  on  Detroit  from  Kentucky  (E  6),  west  to 
city  limits. 

1882,  Mar.  20.  Extensions ;  additional  track  on  Detroit  between 
Pearl  (F  6)  and  Kentucky  (E  6) ;  additional  track  on  Pearl  between 
Franklin  (F  6)  and  Lorain;  additional  track  on  Lorain  between 
Pearl  (F  6)  aud  Waverley  (E  7). 

1882,  Apr.  I.  Extension  on  Lorain  from  Gordon  (D  7)  to  Chestnut 
Ridge. 

18S2,  June  5.  Renewal  for  twenty-five  years  from  Feb.  5,  18S3. 

1882,  Aug.  21.  Extension  in  Kentucky  from  Woodbine  (E  6)  south 
to  Bridge  (E  7),  on  Bridge  to  intersection  with  present  line. 

1885,  Feb.  16  Consolulation  of  this  Company  with  the  Woodland 
Avenue  Company  authorized. 

Grants  to  the  Woodland  and  West  Side  Street  Railway  Co. 

1885,  Feb.  16.  Ordinance  authorizing  consolidation  of  the  two 
companies  above  named. 

1887,  Apr.  8.  Additional  track  in  Franklin  between  Pearl  (F  6) 
and  Franklin  Circle.  Extension  from  Franklin  Circle  west  to  Ken¬ 
tucky  (E  6). 

1887,  Aug  12.  Extensions  in  Franklin  from  Kentucky  to  Waver¬ 
ley  ( E  7)  south  to  Bridge. 


372 


Economic  Studies. 


1888,  Feb.  24.  Extension  on  Lorain  from  Pearl  (F  6)  to  Abbey 
(F  7),  to  Jennings  (F  7)  north  to  Central  Viaduct  (F  6)  to  Central 
Place,  to  Market  House  (G  6)  ;  also  in  Jennings  from  Abbey  (F  6) 
west  to  Willey  (F  7),  to  Scranton,  to  city  limits. 

1888,  July  9.  Extension,  loop  around  the  Public  Square. 

1889,  Mar.  22.  Right  to  use  electricity. 

1889,  Sept.  2.  Extension  on  Bridge  from  Waverley  (E  7)  west  to 
Gordon  (D  7),  north  to  Franklin  (D  7)  to  intersection  with  Waverley. 

1890,  Jan.  6.  Extension  on  Lorain  from  Bridge  (D  7)  southwest  to 
Geib. 

1891,  Feb.  2.  Extension  on  Lorain  from  Geib  (D  7)  to  Henley 
(Wellington  C  8). 

1892,  June  20.  Additional  track  on  Kinsman  from  Woodland  (J  6) 
to  city  limits  (K  7) ;  expires  Feb.  11,  1908. 

1892,  Aug.  I.  Extension,  double  track,  on  Lorain  from  Henley 
(Wellington  C  8)  to  city  limits. 

1892,  Oct.  17.  Additional  track  in  Woodland  Avenue  from  East 
Madison  (K  6)  east  to  switch  track  intersection  of  Woodland  and 
Southern. 

1893,  May  15.  Ordinance  under  which  this  Company  became  part 
of  the  Cleveland  City  Railway  Company. 

Grant  to  Woodland  Hills  Street  Railroad  Company. 

1874,  July  28.  Grant  for  twenty  years  on  Kinsman  from  Willson 
(J  6)  southeast  to  C.  &  P.  R.  R. 

This  line  was  acquired  by  the  Woodland  Avenue  Street  Railroad 
Company,  by  purchase,  in  1882. 

There  is  no  record  of  any  renewal  of  the  above  grant,  which  expired 
July  28,  1894. 
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ESTIMATED  COST  OF  BUILDING  AND  EQUIPPING  AN  ELECTRIC  STREET 
RAILWAY  SYSTEM  IN  CLEVELAND. 

i6o  miles  single  track,  cit}-  construction,  $11,760  per  mile  .  $i,8Si.6oo 


20  miles  of  suburban  track,  $11,221  per  mile .  224,420 

160  miles  overhead  electric  work,  city  construction,  $4,417 

per  mile .  706,720 

20  miles  overhead  electric  work,  country  construction,  $3,500 

per  mile .  70,000 

Power  houses,  engines  (10,000  H.  P.),  boilers,  pumps,  gen¬ 
erators,  etc.,  complete .  650,000 

Motors,  440  at  $2,200  each .  968,000 

Trailers,  300  at  $1,000  each .  300,000 

Real  estate  and  building.^,  car  houses,  etc .  450,000 

PAVING. 

91.5  miles  common  Medina  stone,  $12,720  per  single  track 

mile . 1,208,400 

9.4  miles  brick,  $8,448  per  single  track  mile .  79.412 

9.4  miles  dressed  block  stone,  $16,896  per  single  track  mile,  158,822 
69.7  miles,  balance  of  system,  bowlder  or  other  cheap  pave¬ 
ment,  estimated  $5,000  per  mile .  348,500 

Total  for  system  of  180  miles . $6,974,403 


Of  these  estimates,  those  on  track  and  overhead  electric  work  are 
taken  from  detailed  bid  on  a  line  of  the  same  kind.  It  will  be  ob¬ 
served  that  we  have  allowed  a  total  mileage  of  180  miles,  which  is  in 
excess  of  the  actual  showing  on  the  map.  The  estimate  for  motive 
power  allows  6,000  H.  P.  (steam)  for  the  Cleveland  Electric,  and4,o<30 
II.  P.  for  the  Cleveland  City  railway  lines,  which  is  entirely  adequate. 
The  allowance  of  $300,000  for  electric  equipment  and  $350,000  for  the 
steam  power  complete,  in  the  power  houses  is  more  than  enough. 
The  allowance  of  440  motors  is  also  generous ;  likewise  that  of  300 
trailers,  since  the  latter  are  being  largely  dispensed  with.  The  allow¬ 
ance  for  real  estate  and  car  houses,  though  possibly  less  than  that  ex¬ 
pended  by  existing  lines,  would  be  ample  for  present  needs.  The  con- 
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solidation  rendered  useless  several  large  pieces  of  property  of  this 
sort.  The  estimates  for  paving  are  based  upon  the  amounts  and 
kinds  which  the  present  companies  have  actually  laid,  while  the 
allowance  of  $5,000  a  mile  on  unpaved  streets  leaves  a  large  margin. 

These  estimates  are  not  based  on  an  inventory  of  the  properly  of 
the  existing  companies,  since  much  of  the  latter  could  be  replaced  by 
much  better  at  a  lower  cost.  This  is  especially  true  of  the  power 
houses.  But  these  estimates  do  cover  a  plant  modern  in  every  respect 
and  fully  equal  to  rendering  the  best  of  service. 
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PROPERTY  REPORTED  FOR  TAXATION,  BY  THE  STREET  RAILWAY 
COMPANIES,  FOR  1896. 

The  Cleveland  Electric  Railway  Company  reported  : 


REALTY. 


Situated  in  the  City  of  Cleveland . $ 

306,170  00 

“ 

“  Collinwood,  E.  C.,  .  , 

620  00 

”  Newburgh  Hamlet . 

14,340  00 

“  East  Cleveland  Village, .  .  . 

5,280  00 

Total, 

PERSONALITY. 

$ 

326,410  00 

Taxable 

in  the  City  of  Cleveland,  ...  $ 

798,910  00 

( < 

“  Collinwood,  E.  C . 

8,220  00 

«i 

“  Newburgh  Hamlet . 

790  00 

It 

“  East  Cleveland  Township,  . 

8,940  00 

14 

“  East  Cleveland  Village,  .  . 

13,630  00 

«  4 

“  Brooklyn  Township,  .  .  . 

925  00 

41 

"  Brooklyn  Village: . 

9,700  00 

4  4 

“  Euclid  Township, . 

8,480  00 

Total, 

$ 

849.595  00 

The  Cleveland  City  Railway  Company  reported  : 

REALTY. 

Situated  in  the  City  of  Cleveland,  ...  5 

216,830  00 

“ 

“  Lakewood  Hamlet, . 

2,300  00 

<4 

“  Glenville, . 

3,930  00 

Total, 

PERSONALITY. 

$ 

223,060  00 

Taxable  in  the  City  of  Cleveland,  .  .  .  | 

455,760  00 

|( 

“  Lakewood  Hamlet . 

468  25 

“ 

“  Glenville, . 

13,400  00 

44 

“  East  Cleveland  Township,  . 

380  00 

Total, 

470,008  25 

Grand  Total  for  both  Companies,.  .  $  1,869,073  25 
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Economic  Studies. 


The  rule  for  tax  valuations  in  Cuyahoga  County  is,  that  6o%  of  the 
actual  value  of  realty  shall  be  listed  for  taxation.  On  this  basis,  the 
property  reported  by  both  companies  would  represent  an  aggregate 
value  of  $3,115,120.00. 

SUMMARY. 

The  capital  stock  of  both  companies  is . $20,000,000 

Their  authorized  bonded  debt  is .  6,000,000 


A  total  of . $26,000,000 

The  bona  fide  investment  of  the  companies  is  claimed  to 

be  over . $i2,oco,ooo 

The  lines  can  be  replaced  with  a  first-class  electric  system 

for  less  than . $  7,000,000 

The  property  actually  reported  for  taxation  amounts  to  .  $  1,869,073 
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